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THE HOCH-SMITH RESOLUTION 

The principal defense of those on whom the Hoch- 
Smith resolution was slipped over and who have refused 
since then to insist on its repeal or admit its harmfulness, 
has been that it made no change in existing law—that it 
did not compel the Interstate Commerce Commission to 
do anything that it had not already the authority to do. 
Our reply has been from the first that, though it might 
be correct to say that the resolution did not compel the 
Commission to do anything that it could not have done 
without the resolution, it did, nevertheless, instruct the 
Commission to do some things that it otherwise would 
not have done. It has taken time to prove our conten- 
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tion right, because no one could tell in advance what the 


Commission would do, whatever one might think it 
should do. But time has proved it. We cite as one 
convincing proof the decision of the Commission, printed 
elsewhere, in the case of the California Growers’ and 
Shippers’ Protective League against the Southern Pacific 
and others. 

In that case the Commission has reversed itself, 
granting demands for reductions in rates that, in a prior 
decision, it refused to grant. The record in the prior 
case was made before the Hoch-Smith resolution was 
adopted. The complainants based their new plea, with 
success, on the Hoch-Smith resolution, and the text of 
the Commission’s decision shows that that resolution was 
controlling in inducing it to alter its position. It regards 
the deciduous fruit industry as basic and holds that, 
under the resolution in question, rates must be made 
thereon as low as possible, consistent with other parts of 
the law it administers. Mr. Eastman, for instance, in 
his concurring opinion, says that, while it is by no means 
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clear that the rates in issue are unreasonable and ought 
to be reduced, complainant is entitled, under the Hoch- 
Smith resolution, to the benefit of the doubt. Mr. Wood- 
lock, in his concurring opinion, points out exactly what 
the Hoch-Smith resolution requires—the lowest possible 
rates on products of agriculture suffering from depression 
and a shifting of the rate burden to other classes of 
traffic. He speaks of a “new standard” of measurement 
for rates on agricultural commodities and for rates on 
other commodities. 

It would seem clear, from this and other decisions, 
would it not, that, whether one thinks the Commission 
is right in its interpretation of its duty under the Hoch- 
Smith resolution or not, one must admit that it is inter- 
preting it as explained above and that the result of the 
resolution is to set up this new standard of rate measure- 
ment and this new method of making rates? If we like 
the new method and the new standard, then we have 
what we want. But if we do not like it, then is not the 
answer repeal of the Hoch-Smith resolution? What is 
the use of arguing that the Commission ought to do so 
and so and that the resolution ought to be interpreted 
thus and so? The question is not only as to the correct- 
ness or error of those who make such arguments (we 
think they are wrong and that the Commission is cor- 
rectly interpreting the resolution) but as to what the 
practical effect is. The practical effect is as we have 
stated it. We do not like it and we do not believe those 
who have refrained from insisting on repeal of the Hoch- 
Smith resolution, for reasons explained above, like it 
either. We hope they may still see the error of their 
view and do something to correct not only the view but 
the situation resulting from the resolution. Repeal is 
the remedy. 


MOTOR VEHICLE REGULATION 
Under the caption, “Still More Regulation,” the 
Chicago Tribune says: 


The Interstate Commerce Commission is preparing to ask Con- 
gress for a law to place interstate motor truck and bus lines under the 
Commission’s thumb. The Commission asks the additional power 
on two grounds: it says the busses have become an important factor 
in transporting passengers and goods; and the railroads, which the 
— now regulates, feel the competition and are injured 

y it 

‘Impressive deuce intended to support jhe argument have 
been collected. Thus, the Commission finds that the busses had a 
total mileage in 1926 of two billions and carried almost three bil- 
lion passengers. There are a total of 2,684,000 trucks in operation 
and 80,000 busses. 

These are large figures, but we do not accept the theory that 
an industry must be subjected to regulation merely because it is 
large and growing larger. Regulation of railroads is not justified 
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on the ground that the railroads do a big business and represent a 
heavy investment, but on the ground that they frequently enjoy 
a monopoly. There is no comparable monopoly in the truck and 
bus business nor is there likely to be one for some time to come. 
The fact that the federal government has the power to regular 
interstate commerce if it chooses to does not warrant Congress 
in regulating interstate commerce which is not in need of regulation. 

The railroads, it is true, are suffering from competition, but 
the remedy for that is not regulation of busses but more enlightened 
regulation of the railroads to enable them to surviye the competition. 

The Interstate Commerce Commission is now up to the ears 
in work. It cannot handle promptly the tasks it already has to 
do. Why take on any more? 

This is a pretty good sample of the loose talk in- 
dulged in by those who are opposing motor vehicle 
regulation. It loses sight of the fact that motor vehicle 
regulation is already the adopted policy of many states 
in intrastate commerce and all that is proposed now is 
to extend that policy to interstate commerce. If railroads 
are regulated, not because of their size, but because of 
the fact that they are likely to enjoy a monopoly, why 
should they continue to be regulated while a competing 
agency that is preventing them from continuing to be a 
monopoly is free from regulation? However, if we 
accept the Tribune’s alternative—that the remedy for the 
situation is not regulation of the competing motor 
vehicles, but more enlightened regulation of the rail- 
roads to enable them to meet the competition—what, 
specifically, do the Tribune and those who agree with it 
offer by way of amendment of present railroad regulatory 
laws that will accomplish this process of equalization? 
Let’s get down to brass tacks. 


WASHINGTONITIS 

Washingtonitis is a disease well known to newspa- 
per men and others who come in frequent contact with 
government employes, both large and small. It attacks 
men who, from ordinary walks of life, are appointed or 
elected to positions in the government where they have 
some authority of administration. In its least serious 
form it merely affects the patient with the delusion that 
he is the boss instead of the servant of the people who 
compose the public. In that form it is generally only 
disagreeable and annoying—like halitosis. In its more 
virulent phase it leads the patient to take advantage of 
his office and go beyond its legitimate function to insist 
on policies of legislation favored by him and to assume 
that those who disagree with him are public enemies, 
made so, usually, by corrupt means and for selfish ends. 

Mr. O’Connor, chairman of the United States Ship- 
ping Board, has this disease in its most dangerous form. 
His symptoms are shown in the reply he makes to a 
letter written by the Maritime Association of the Port 
of New York to Senator Jones, advocating the appoint- 
ment by Congress of an independent body of investiga- 
tors to make a scientific study as to the need for a large 
merchant marine. In the first place, the letter was not 
written to Mr. O’Connor but in response to a question- 
naire sent out by Senator Jones; in the seond place, this 
association or anyone else has a perfect right to suggest 
this or any other method of procedure; in the third place, 
the suggestion is wise and businesslike; in the fourth 
place, it is none of Mr. O’Connor’s business what sug- 
gestions are made in this respect—he is an administrator 
of the law and not the judge of what it ought to be; in 
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the fifth place, even if our firstly and secondly and 
thirdly, and fourthly were out of order, he has no right 
to insult the men who compose the maritime association, 
at least some of whom may be as well qualified for 
American citizenship as he is. His insinuation is that 
these men have ulterior motives, are controlled by for- 
eign rather than American interests, and are unpatriotic. 
He threatens to show this. For a long time he has dis- 
gusted decent-minded people with his talk of “foreign 
gold” and the insults he heaps on the heads of those who 
do not agree with him as to a merchant marine policy. 
Who is he to apply epithets to those who put forth ideas 
as to American policies? Who made him dictator as to 
the law and judge of men’s motives? He is merely a 
hired servant, paid to do what he is told. He should be 
told what his function is. Meanwhile we shall be much 
interested in his threatened expose of the motives of 
those who think there should be a real investigation as 
to the need of a large merchant marine at the price we 
must pay for it, and we hope he will include us among 
those whom he intends to expose—for we agree with 
the maritime association. 


RAILROAD CONSOLIDATION 
A recent issue of Barron’s, under the heading, “Loot- 
ing the Stockholder,” says: 


One way not to settle a dispute is to state its terms wrongly. 
The American Mining Congress is quoted as saying: “The the- 
ory of railroad consolidation is that the strong and highly profita- 
ble lines should share their prosperity and carry the burdens of 
the weaker and unprofitable lines.” Of course, there is no such 
theory. That is merely the conception of the politician who 
thinks he can make himself solid with the farmers by giving 
them cheap freight rates, below the cost of producing transpor- 
tation, and make up the loss out of the pockets of railroad stock- 
holders in what he calls “highly profitable lines.” The railroad 
stockholder has been robbed and bulldozed for a quarter of a 
century, and there is no more reason why it should be compelled 
to pay part of a farmer’s cost of production, the transportation 
end of it, than that the farmer should be compelled to pay the 
doctor’s bill of some poorer neighbor. The proposition is anar- 
chistic. If the principle were once admitted, the result would be 
to reduce everybody to a common level of destitution. 


There is no theory of railroad consolidation which differs 
from consolidation everywhere. The consolidation itself is bad if 
it is not able to sell the thing it produces, in this case transporta- 
tion, in better quality at the same price or in equal quality at a 
lower price, through increased efficiency and subject to a gen- 
erous return for the risk undertaken by those who brought con- 
solidation about and risked their capital in doing so. Nobody 
denies that capital has serious duties as well as rights. No rail- 
road even moderately well managed is so foolish as to charge 
rates which will discourage shippers from using it. The Penn- 
sylvania is a consolidation of over 200 roads, and this is equally 
true of the New York Central. 

It is true of railroads serving the great agricultural sections, 
and the consolidation already achieved has given the farmer 
something which he never possessed before. By carrying his 
produce to market in three days instead of five, in four days 
instead of seven, the estire value of his farm is raised, because 
he is much nearer to his market than he had any right to hope 
when he bought the farm. Under government ownership, in 
twenty-two months exactly the reverse happened. The distance 
became seven days instead of four, and five days instead of three. 
The country has tried that kind of consolidation, and wants no 
more of it. 


It seems to us that Barron’s is guilty of the same 
offense that it charges against the American Mining 
Congress—that of stating wrongly the terms of a dispute. 
However much we may agree with its argument as to 
what ought to be the reason for consolidation of rail- 
roads or what are the sound reasons for it, there is no 
question but that one of the reasons strongly urged for 
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it is that the prosperous lines should share their pros- 
perity with and help bear the burdens of the weak. Nor 
is this idea confined to the politicians. But, for that 
matter, who is it that is responsible for proposals to 
consolidate the railroads and who will be responsible for 
putting that policy into effect if it is put into effect? Of. 
course, it is the politicians who compose the Congress 
of the United States. All legislation originates in 
Congress and must be enacted by Congress, and consoli- 
dation can be accomplished only through legislation, 
permissive if not compulsory. We already have on 
the statute books a law intended to bring about con- 
solidation. We have bills proposing other means of 
consolidation pending and proposed in Congress. It is 
idle to talk as if the ideas of politicians were of no 
consequence. They are the very ideas that are of conse- 
quence and the task of thinking men who have the 
country’s interests at heart should be to see that the 
politicians who make the laws get correct information 
and are told what their constituents really want or 
should have. : 


What Barron’s really means, perhaps, and should 
have said, is that there is no sound theory of consolida- 
tion that differs from consolidation everywhere. To say 
this without the qualifying, “sound,” is to utter an un- 
truth; to discuss the matter on the theory that what the 
politician thinks is of no consequence is to display 
ignorance of how laws are made and who makes them; 
and even to say that the theory of consolidation based 
on a sharing of prosperity and an equalizing of burdens 
is confined to politicians is to show lack of familiarity 
with the subject. We believe that most of those who 
talk about railroad consolidation, even including our own 
kind of readers, think of it chiefly as a means of equaliz- 
ing profits and leveling rates, that the rich lines may not 
earn so much, the poor lines may earn more, and rates 
may be made accordingly so that none will have to pay 
more than he should because a certain railroad or group 
of railroads “needs the money.” What a financial publi- 
cation or anyone else may think is the correct theory 
of consolidation has nothing to do with the facts. 


Newspaper dispatches from Rapid City represent 
President Coolidge as hopeful that “railroad consolida- 
tion will be effected in this administration and, while 
some of it could be facilitated by legislation, he thinks 
there are laws enough now to provide adequately for it.” 
This is not very intelligible. We do not know whether 
its cloudiness is due to the President or to the news- 
papers reporting his views. Maybe a little of both. At 
any rate, it is foolish to talk about “railroad consolida- 
tion” being effected in this administration or any other 
definite period, as if it were a thing that could or would 
be put into effect at one wave of a wand, once the ground 
were properly prepared. Consolidation, under any condi- 
tions, must be a long process. All that the President could 
hope for would be that a sound and effective policy of 
consolidation might be adopted and a start made on the 
execution of it under his administration. As to the laws 
now in effect, they are not adequate to bring about 
consolidation, as has been proved, and most persons 
competent to express ideas on the subject think they 
are unwisely conceived anyhow. The theory that appears 
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to commend itself. most strongly at this time (and it is 
the one we have always approved) is that the law should 
merely permit consolidations originating with and pro- 
posed by railroads themselves, when and if they are 
found by the Interstate Commerce Commission to be in 
the public interest. The present law requiring the Com- 
mission to lay down a definite plan for the consolidation 
of all the railroads into several systems has accomplished 
nothing—and it is well that it has not. An arbitrary 
grouping or consolidation of railroads under any set plan 
that could be conceived would be folly. Consolidation 
must be natural and businesslike or it will fail of accom- 
plishment—or fail of its purpose if accomplished. 


TRAFFIC MAN IMPORTANT 


(By Harper Leech, in the Chicago Tribune) 

The importance of the traffic man in the modern corpora- 
tion grows as the problem of distribution becomes more and 
more the primary problem which must be solved if success is 
to be won. 

The traffic man who must guide the products from the 
plant to consumer, is also frequently the executive of an internal 
transportation system or works in close association with such 
an executive. There are in the United States today more than 
6,500 miles of track owned by industrial corporations or switch- 
ing and terminal companies. The number of corporations main- 
taining ship lines or lake and boat lines, which connect with 
public carriers, is steadily increasing. The oil and steel com- 
pany which is not also a water carrier is becoming exceptional. 

The expansion of the radius of delivery by the highway 
and motor truck has enhanced the transportation functions of 
thousands of manufacturers and traders. In initial tonnage the 
farmer and the mine operator are carriers only secondary to 
the American railway system. Mining is more than half trans. 
port—underground railroading, in fact—with the belt conveyor 
and the pneumatic pipe now trenching upon the electric mine 


locomotive as the last mules are retiring. 


The traffic organizations constitute a little world. One or- 
ganization represents more than 300,000 shippers and in the 
determination of national traffic policies it acts with the Ameri- 
can Railway Association and the Interstate Commerce Commis- 
sion as a “great power.” 

Traffic bureaus to serve shippers, who have no departments 
of their own, have had a tremendous growth in recent years. 

Young men looking for careers might do well to interest 
themselves in transportation. There is an impression that rail- 
roading is not only a slow and grinding profession in the begin- 
ning, but that seniority slows down promotion and limits reward 
afterward. The facts as to the careers of the majority of present 
day railroad presidents hardly warrant such an impression, but 
the idea that the transportation field is bounded by the salaried 
positions within the command of carriers is all wrong. 

The man who knows traffic—and American rates and rout- 
ing are a whole series of sciences in themselves with a language 
and technique of their own—has the entree to an almost unlim- 
ited number of positions of authority. 

Not long ago this writer met an old schoolmate now general 
counsel of one of the great American corporations. His route 
to that job was through a law school, a job as Interstate Com- 
merce Commission examiner, one of the counsel for the Com- 
mission, then counsel for the traffic department of the corpora- 
tion, and then lawyer for the whole blooming works. 


BOOZE AND BUSINESS 


Charles C. West, executive vice-president of the Goodrich 
Transit Company, has caused to be published over his signature 
in the Goodrich Anchor, the company’s magazine, the following: 


_ An employe of this company has recently been discharged for 
drinking. He started as a so-called moderate drinker but as time 
went on the habit became fixed and his efficiency decreased. In 
consequence the company was not receiving the service from him 
that his position demanded. 

The Goodrich Transit Company does not attempt to dictate the 
conduct of its employes after working hours, but it most decidedly 
does reserve the right to employ the men who are most efficient and 
who are likely to remain so. 

We reserve the right to believe that the so-called moderate 
drinker will in time be of small value to this company. 

If any employe disagrees with this policy, it will be better for 
both of us that he sever his connection cheerfully and voluntarily 
at this time rather than involuntarily at some future time. 

Days of keen competition are here and every one of us must keep 
our brains clear and our bodies in vigorous condition. We do not 
say that you must not drink, but we do say, if you must drink that 
you be part of some other organization. 

The old alibi of drinking with patrons or prospective patrons of 
the Goodrich Line in order to secure their business will no longer 
serve. It is neither necessary nor excusable. 

Therefore, starting right now—if you do not want to let booze 
alone, let us part company and on account of past associations, we 
will do anything we can for you, except allow you to work for us. 
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Current Topics 
in Washington 
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I. C. C. Please Stand By.—It is all right for one to smile at 
the thought of demanding the attention of the Commission by 
using the language the radio has taken from the sea-faring 
folk. However, the federal rate body, it is believed, will not 
do any smiling when some of those who are fighting about the 
charges, practices, rules, and regulations of radio stations ap- 
pear before it, wearing the white gloves of innocence, to demand 
“justice.” The radio act of 1927 makes the rate body the final 
authority, short of the courts, on constitutional questions that 
may be raised, to which the dissatisfied radio public may appeal. 
Almost innumerable rows have already been started about rates 
and service, among stations, and among patrons of stations. 
Most of the controversies thus far brought prominently 
before the public are between stations as to wave lengths 
and times when they may operate. However, in Iowa, a station 
has been doing direct advertising. Competitors of the concern 
that has been doing such advertising—that is, advertising in 
which prices are quoted for various articles—are demanding 
that the station give them like opportunities to talk directly 
to the farmers reached by it. A radio commission, created by 
the act of 1927, is trying to settle the rows. Section 14 of the 
radio act says any station license shall be revocable under 
certain conditions named or, “whenever the Interstate Com- 
merce Commission * * * ghall find that any licensee bound to 
do so, and shall certify to the (radio) commission, has failed 
to provide reasonable facilities for the transmission of radio 
communications, or that any licensee has made any unjust and 
unreasonable charge, or has been guilty of any discrimination, 
either as to charge or as to service or has made or prescribed 
any unjust and unreasonable classification, regulation, or prac- 
tice with respect to the transmission of radio communications 
or service.” Power over “terms and conditions and rates” pre- 
scribed by the secretary of the navy, if any when he shall open 
naval radio stations for the transmission of communications, 
is conferred on the rate commission by section 30. That power, 
however, is of “review and revision” upon complaint. The radio 
commission, composed of five members, is a strange body. For 
a year the members are to be paid $10,000 each for their services. 
After the first year, however, they are to be paid only $30 a 
day for each day they attend sessions of the body or are en- 
gaged in its work, the assumption being that they will not be 
needed every day. The grant of authority to the Interstate 
Commerce Commission seems plain and obligatory as to its 
exercise whenever a dissatisfied user of the radio cares to invoke 
the jurisdiction. The radio act contains definitions so that 
when the jurisdiction of the rate body is invoked it will have 
language to compare with the language of the interstate com- 
merce act. “Any discrimination” is forbidden. It is believed 
the Interstate Commerce Commission, in undertaking to enforce 
that part of the radio law, would act as if the prohibition were 
against any “unjust” discrimination. The interstate commerce 
act forbids “unjust” discriminations and “undue” prejudices. 
There is a big body of law on the subject of unjust discrimina- 
tion and undue prejudice, but none on “any” discrimination. 





So’s Your Old Man.—Clyde Brown, of the New York Central, 
and James W. Carmalt, counsel for the Ulster and Delaware, 
exchange compliments about the railroads they represent in 
briefs in No. 18779, Ulster and Delaware vs. New York Central 
et al., in which the plaintiff road is seeking larger divisions 
from its big neighbor out of the gross revenue from their joint 
undertakings in behalf of shippers. Excepting to one of the 
conclusions of an examiner, who made a proposed report, that 
the Ulster and Delaware was essential to the territory it served, 
Mr. Brown suggested that there really was no necessity for 
the Ulster and Delaware because it was paralleled by a state 
highway. Mr. Carmalt observed that Mr. Brown did not have 
the temerity to suggest such lack of public necessity and con- 
venience in his original brief. Further, he remarked that Mr. 
Brown did not undertake to introduce testimony into the record 
that would indicate the adequacy of trucks and busses to serve 
the territory of the Ulster and Delaware. So far as the record 
shows, says Mr. Carmalt, there is as much ground for saying 
that the New York Central is not an essential to the territory 
it serves because it happens to be paralleled by highways, as 
for saying trucks and busses could serve in place of the Ulster 
and Deleware. On the same, ground (that is, something not of 
record) adds Mr. Carmalt, it might well be said that the terri- 
tory served by the New York Central is amply provided for by 
the inland waterways and the New York barge canal for freight 
Service. “If the concept of counsel of adequate transportation 
for a community that happens to lie off of the main line of the 
New York Central is representative of the views of the man- 
agement of that great carrier,” adds Mr. Carmalt, “the territory 
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which it serves is woefully in need of competitive lines.’ As 
a parting shot Mr. Carmalt observed that the hinterland of 
Kingston and Oneonta, N. Y., was served by the Delaware and 
Ulster long before the construction of the New York Central’s 
West Shore railroad. 





The Legislative Angle in Rate-making.—It is suspected that 
the southern mine operators and the northwestern consumers 
are pleased by the fact that Senator Schall, of Minnesota, wired 
a request to the Commission that the reduction of 20 cents per 
ton in larke cargo coal rates be not suspended. The Pittsburgh 
operators, it is further suspected, were immensely pleased by 
the early intervention, in their behalf, of Senator Reed, of 
Pennsylvania. When men are in a fight any ally that comes 
along is a gift horse. The rule forbidding examination of the 
gift horse’s mouth is, perhaps, as well known as the Jones com- 
bination rule. Were wisdom always to have control over the 
ears, eyes, and tongues of shippers and railroads, it might be 
suggested, both classes of persons interested in rates would 
throw hand grenades, tear bombs, and whatever other missles 
might be available, at every senator and representative opening 
his head about a rate fight. The making of rates for the future, 
it is true, is a legislative function. It is a judicial function to 
declare that a rate was unreasonable in the past. A legislative 
body was authority to function without giving any one even 
the semblance of a hearing. Congress has the power, without 
asking any one for an opinion, to put into effect whatever rates 
it pleases, subject only to the condition, imposed by the Con- 
stitution, that they do not take the property of the carriers with- 
out due process of law. It is highly debatable whether a court, 
lawfully could say, a rate so made was unreasonable in the 
past. The consternation of the Pittsburgers could be imagined 
if, when Senator Reed, of Pennsylvania, began making his fight 
for them, Congress had raised the rates from Pittsburgh and 
Ohio districts 20 cents a ton. Now that Senator Schall has got 
into the ring in behalf of the southern operators and the north- 
western consumers, Congress might raise the rates 20 cents 
over what they are, without giving a soul one minute of time 
to tell it what an ass it was making of itself. When, in 1887, 
Congress passed the act to regulate commerce, in effect it told 
the country that, while it had the power to make changes in 
rates, it chose not to exercise that power, but to make a rule 
that all rates should be just, reasonable, and non-prejudicial, 
leaving the ascertainment of the fact as to reasonableness, etc., 
to a body of experts created by that act, and to bring the gen- 
eral rule into operation by declaring the ascertained fact. Rail- 
roads and shippers who persuade senators and representatives 
to intervene in rate fights do themselves greater injury than they 
imagine. Every time a senator or representative gets into a 
case he creates a situation that may persuade the congressman 
to suggest that Congress exercise its power directly, instead 
of through a commission of experts who have the help of other 
experts, speaking for shippers and carriers, to help them remain 
in the middle of the road. Railroads and shippers, it is sug- 
gested, might do themselves a great service by hiring windows 
in shops around the Commission’s office for the permanent dis- 
play of signs to the effect that congressmen were not wanted, 
either in person or by letter, in the Commission’s offices. Car- 
riers and shippers are units in the mass of people constituting 
the boss of Congress. They have no occasion to apologize when 
they warn congressmen to keep their noses out of rate matters. 





Escape From Taxes An Idle Dream.—The harried citizen 
for whose pocketbook the hook of some governmental agency 
is always reaching, seemingly, has had too much of his eyes 
on Washington and not enough on his local officials. That 
thought is produced by the allegations, in an address to the 
Institute of Public Affairs, held at the University of Virginia, 
by Ogden L. Mills, under secretary of the treasury. He pointed 
out that, since 1921, federal taxes had been cut from $4,905,- 
000,000 to $3,417,000,000, but that local taxes had increased from 
$3,933,000,000 to $5,348,000,000. That is to say, federal taxes 
fell off $1,488,000,000 but local taxes increased $1,415,000,000 in 
that period. Mr. Mills said that, as between federal and local 
taxes, he preferred to have local taxes reduced, because federal 
taxes were fairly well divided between direct and indirect and 
gave recognition to the principle of ability to pay. Local taxes 
are not so well arranged. More than 80 per cent are collected 
from real property. Such taxes disregard the ability to pay of 
the person holding the real property. To illustrate his point, 
he said it had been estimated that from two to three months’ 
rent paid in New York was not rent at all, but taxes; that is 
to say, while the landlord collects from the tenant he has to 
pay it over to the state or city. Mr. Mills also said that, in 
New York state, taxes were taking from 30 to 50 percent of 
the net income from farms in prosperous parts of the state. 
He warned against the tendency of “go-getters” to run to Wash- 
ington for money from the national government for more or less 
local improvements, as a thing likely to put an end to the move- 
ment that is resulting in cutting federal taxes. 


Old Sores May Be Reopened.—Dr. Alonzo E. Taylor, one 
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of the two surviving members of the Remsen referee board, 
appointed by President Roosevelt in 1906 to determine, among 
other things, whether benzoate of soda was a harmful thing 
when put into catsup as a preservative, has subscribed to the 
proposition that the decisions of that board settled nothing 
finally. Dr. Taylor, in saying that, backs up Dr. Charles A. 
Browne, one of the several successors of Dr. H. W. Wiley as 
chief of the bureau of chemistry of the Department of Agri-, 
culture and, therefore, ex-officio, the “pure food expert” of the 
government. The Remsen board, in substance, held that ben- 
zoate of soda was not harmful in the quantities used. The 
food manufacturers, as a rule, are not anxious to have the 
questions that then rocked the country reopened. The two 
doctors take the position, broadly speaking, that science never 
closes its door on anything, so that it is ridiculous to say that, 
because 20 years ago chemists such as Dr. Remsen and his as- 
sociates said a certain thing was not harmful when used in 
food, they could not change their minds in the light of dis- 
coveries since then. Dr. Taylor, for example, pointed out that 
vitamins were unknown while the Remsen board was working. 
Therefore, the effect of preservatives and adulterants on them 
could not have been considered. Some of the food manufac- 
turers have contended that the findings of the Remsen board, 
with which Dr. Wiley disagreed violently, although he was but 
one chemist against three, fixed, for all time, the status of the 
suspected food ingredients and that the wholesomeness of the 
materials approved then may not now be questioned. Dr. Taylor 
says no member of the Remsen board would then have claimed 
anything of the sort because, as scientists, they knew they 
could make findings only in accordance with the then known 
facts and that any subsequently discovered fact might upset 
the findings then made. However, there is no probability of 
any raising of the question so hotly debated from 1906 to 1909, 
“What is whiskey?” But there is reason for another such de- 
bate. The supply of medicinal whiskey, made in the old fash- 
ioned pot-still way, in case of a “flu” epidemic, would soon be- 
come exhausted. Then it might, in fact, it is almost certain, 
it would be necessary to make whiskey by a method that Dr. 
Wiley said resulted in an imitation of whiskey. Would whiskey 
made in that way, if furnished in answer to a doctor’s prescrip- 
tion, be whiskey?, the pure food faddists might inquire of a 
druggist who sold it. The inquiry could be made in the form 
of a prosecution and then the question would be alive again, 
possibly not in a law sense, but in the public prints discussion 
way.—A. E. H. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended August 6 totaled 
1,024,218 cars, according to reports filed by the carriers with 
the car service division of the American Railway Association. 
This was a decrease of 21,403 cars below the preceding week 
this year, decreases being reported under the week before in 
the loading of all commodities except coke and merchandise 
and less-than-carload-lot freight. Compared with the correspond- 
ing week last year, the total for the week of August 6 was a 
decrease of 51,174 cars, as well as a decrease of 28,300 cars 
under the corresponding week in 1925. 

Revenue freight loading by districts the week ended August 


6 and for the corresponding period of 1926 was reported as 
follows: 


Eastern district: Grain and grain products, 10,318 and 10,088; 
live stock, 2,430 and 2,527; coal, 34,293 and 46,661; coke, 2,211 and 
2,874; forest Pe res 5,692 and 4,977; ore, 7,006 and 6,572; mer- 
chundise, L. C. L., 69,811 and 68,348; miscellaneous, 103,354 and 104,- 
043; total, 1927, 235,115; 1926, 246,090; 1925, 247,510. 

Allegheny district: Grain and grain products, 4,555 and 5,190; 
live stock, 2,225 and 2,216; coal, 37,282 and 46,457; coke, 4,598 and 
5,089; forest products, 2,989 and 3,343; ore, 10,436 and 14,822; mer- 
chandise, L. C. L., 54,940 and 55,288; miscellaneous, 89,240 and 86,448; 
total, 1927, 206,265; 1936, 218,853; 1925, 213,547. 

Pocahontas district: Grain and grain products, 311 and 376; live 
stock, 211 and 196; coal, 43,293 and 41,940; coke, 369 and 494; forest 
products, 1,947 and 1,631; ore, 109 and 97; merchandise, L. C. L.,, 
7,514 and 7,356; miscellaneous, 6,191 and 5,819; total, 1927, 59,945; 
1926, 57,909; 1925, 56,803. 

Southern district: Grain and grain products, 4,146 and 4,636; live 
stock, 1,818 and 1,700; coal, 25,641 and 24,973; coke, 707 and 871; forest 
products, 21,355 and 21,191; ore, 1,156 and 1,395; merchandise, L. C. 

., 40,793 and 40,687; miscellaneous, 51,281 and 53,675; total, 1927, 
146,897; 1926, 149,128; 1925, 146,080. 

Northwestern district: Grain and grain products, 10,616 and 
10,124; live stock, 6,673 and 6,790; coal, 5,298 and 5,845; coke, 1,223 
and 1,656; forest products, 15,809 and 15,516; ore, 39,503 and 48,934; 
merchandise, L. C. L., 34,783 and 34,112; miscellaneous, 45,088 and 
43,190; total, 1927, 158,993; 1926, 166,167; 1925, 157,628. 

Central Western district: Grain and grain products, 16,195 and 
21,553; live stock, 8,809 and 9,663; coal, 7,641 and 11,989; coke, 322 
and 290; forest products, 11,291 and 12,974; ore, 3,265 and 3,283; mer- 
chandise, L. C. L., 41,790 and 35,268; miscellaneous, 54,027 and 
63,067; total, 1927, 143,340; 1926, 158,087; 1925, 152,918. 

Southwestern district: Grain and grain products, 5,579 and 6,844; 
live stock, 3,014 and 2,420; coal, 3,203 and 4,825; coke, 118 and 212; 
forest products, 8,578 and 10,088; ore, 578 and 458; merchandise, L. 
Cc. L., 17,118 and 17,492; miscellaneous, 35,475 and 36,819; total, 1927, 
73,663; 1926, 79,158; 1925, 78,032. 

Total, all roads: Grain and grain products, 51,720 and 58,811; live 
stock, 25,180 and 25,512; coal, 156,651 and 182,690; coke, 9,548 and 
11,486; forest products, 67,661 and 69,720; ore, 62,053 and 75,561; 
merchandise, L. C. L., 266,749 and 258,551; miscellaneous, 384,656 and 
393,061; total, 1927, 1,024,218; 1926, 1,075,392; 1925, 1,052,518. 
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Loading of revenue freight this year compared with the two 
previous years follows: 


1927 926 925 

Five weeks in January........ - 4,524,749 4,428,256 4,456,949 
Four weeks in February........ 3,823,931 3,677,332 3,623,047 
Four weeks in March.......... - 4,016,395 3,877,397 3,702,413 
Five weeks in April............. 4,890,749 4,791,006 :710,903 
Four weeks in May...........+:. 4,096,742 4,145,820 3,869,306 
Four weeks in June............ 3,974,160 4,089,340 3,965,872 
Five weeks in July............. 4,935,397 5,213,759 4,945,091 
Week ended August 6.......... 1,024,218 1,075,392 1,052,518 

ND 52. snurelas pardanbahen meses 31,286,341 31,298,302 30,326,099 


STATE RATE CONTROVERSY 


Opposition of rail earriers in New York to restoration of 
jurisdiction to the Public Service Commission of New York over 
rates on milk and cream between points in New York forcibly 
illustrates “the almost unbelievably incongruous state of the 
law, as it stands under section 13 of the interstate commerce 
act, as amended by the transportation act, and interpreted by 
the courts,” according to John E. Benton, general solicitor of 
the National Association of Railroad and Utilities Commissioners. 


The New York commission some time ago asked the federal 
Commission to amend its order in the section 13 proceeding 
of 1920 in which the Commission entered a discriminaton order 
briging up the intrastate rates on milk and cream 20 per cent. 
The state commission contends that the increase has resulted in 
many instances in prejudice and injustice against intrastate 
shippers, especially on lines of the Delaware & Hudson, where 
in some instances, it is said, the intrastate rates exceed the 
interstate rates for similar transportation for milk and cream. 
The state commission has held that it is without jurisdiction 
over the rates because of the federal discrimination order. The 
federal Commission has declined to exercise jurisdiction over 
the intrastate rates. The state commission contends, therefore, 
that unless jurisdiction is exercised by the federal Commission 
or restored to it, the rates in issue will be fixed and frozen and 
not subject to regulation by any rate-making body. 


The rail carriers involved, on the other hand, contend that 
the petition of the New York commission for modification of 
the orcer should be denied. They say that the Commission, 
having made its finding and having entered its order, the opera- 
tion of the law displaced the jurisdiction the New York com- 
mission otherwise had. They further say that the federal Com- 
mission, in view of the findings and orders in 59 I. C. C. 290, 
entered November 13, 1920, “has no power to restore to the 
petitioner any jurisdiction which was taken away from the 
petitioner by reason of the lawful authority exercised by this 
Commission in this proceeding.” 


Mr. Benton says that the situation thus presented shows 
the necessity for amendment of existing law in such fashion as 
to avoid such a development in the future. 


. “Some time Congress must act—but when will it act?” he 
asks. 


VOLUME OF TRAFFIC, ETC. 


Class I railroads in the first six months in 1927 handled the 
greatest freight traffic on record, according to reports filed by 
the carriers with the Bureau of Railway Economics. In a sum- 
mary of the reports, the bureau said: 


Freight traffic handled in the first half of the year amounted to 
233,794,568,000 net ton-miles, an increase of 6,821,980,000 net ton-miles 
or 3 per cent over the corresponding period last year, which marked 
the previous high record. 


The railroads in the eastern district reported an increase of 3.5 
per cent in the volume of freight handled in the first six months 
in 1927 compared with the corresponding period in 1926, while those in 
the southern district reported a decrease of nine-tenths of one per 
gg roads in the western district reported an increase of 3.9 

r cent. 

While freight traffic for the first half of the year broke all 
previous records, reports for the month of June this year showed 
a volume of freight amounting to 38,483,389,000 net ton-miles which 
was a decrease of 768,756,000 net ton-miles or 2 per cent under the 
same month last year, when the heaviest freight traffic for any June 
on record was reported. 

All districts reported a decrease for June in the volume of freight 
traffic handled compared with the same month in 1926, the eastern 
district showing a decrease of 2.7 per cent, the southern 3.6 per cent 
and the western, two-tenths of one per cent. 


The average daily movement per freight car for the first six 
months of 1927 was the highest for any corresponding period on rec- 
ord, amounting to 29.9 miles per day. This was an increase of nine- 
tenths of one mile over the corresponding period last year and an 
increase of 3 miles over the same period in 1925. The daily average 
for June was 30 miles, a decrease of one-tenth of a mile under June 
last year but an increase of 2.5 miles over June, 1925. 

In computing the average movement per day, account is taken of 
all freight cars in service, including cars in transit, cars in process 
of being loaded and unloaded, cars undergoing or awaiting repairs 
a6 also cars on side tracks for which no load is immediately avail- 
able. 

The average load per car for the six months this year was 
27.3 tons, an increase of four-tenths of a ton above the average for 
the first half of 1926 and an increase of one-half a ton above that 
for 1925. The average load per car for the month of June this year 
— 27 tons compared with 27.3 tons in June last year and 26.9 tons 
n June, 
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DECIDUOUS FRUIT RATES 


In a report written by Commissioner Aitchison in No. 19130, 
California Growers’ & Shippers’ Protective League vs. Southern 
Pacific et al., opinion No. 12480, 129 I. C. C. 25-62, the Commis- 
sion has prescribed rates on fresh deciduous fruits, other than 
apples, from California to transcontinental groups A to M, in- 
clusive, which it denominates “the lowest possible lawful rates 
compatible with the maintenance of adequate transportation 
service and necessary to promote the freedom of movement of 
the specified products of agriculture now affected by depression” 
—in other words, in conformity with the requirements of the 
Hoch-Smith resolution. The new rates are to be made effective 
not later than October 10, on not less than 15 days’ notice. 

The Commission has found unreasonable the rate of $1.73 
on the fruits mentioned, other than apples, from California points 
to destinations in transcontinental groups A to M, inclusive 
(except group J), to the extent it exceeds $1.60. It has found 
a rate of $1.62 to group J points unreasonable to the extent it 
exceeds $1.50. 

Complainants have volunteered an increase in the mini- 
mum on grapes from 26,000 pounds to 30,000 pounds, and the 
Commission has authorized that increase. 

The complaining association members, according to the re- 
port, produce about 85 per cent of the deciduous tree fruits and 
65 per cent of the grapes grown in California. The association 
alleged the rates of $1.73 and $1.62 were unreasonable and unduly 
prejudicial. It also charged that the rates were higher than 
“the lowest lawful rates compatible with the maintenance of 
adequate transportation service” and that they were upon an 
unjust and unreasonable basis with relation to other rates, in 
violation of the so-called Hoch-Smith resolution. The Commis- 
sion was asked to prescribe a rate of $1.44 to all groups, which 
was the basis in effect immediately following the Director- 
General’s increase of June 25, 1918. In connection with the 
request for the $1.44 rate, the complainant offered to submit the 
industry to an increase in the carload minimum on grapes to 
30,000 pounds. 

The commissions of California and Arkansas, California 
Fruit Exchange, California Farm Bureau Federation, Arkansas 
Packing Corporation and the Ozark Fruit Growers’ Association 
intervened on behalf of the complainant. The Department of 
Agriculture and Markets of the State of New York and the 
Departments of Agriculture of Pennsylvania and Michigan, the 
report said, intervened in opposition to the complaint. 

According to the report, the instant proceeding presented 
substantially the same issues as those passed upon by division 
1 in California Growers’ & Shippers’ Protective League vs. 
Southern Pacific, 100 I. C. C. 79. The case was dismissed, the 
division finding that the “rates assailed, as a whole, are not 
unreasonable or unduly prejudicial.” The further declaration 
was made that the Commission had given consideration to the 
matters mentioned in the Hoch-Smith resolution. However, said 
Commissioner Aitchison in this report, the complaint in the 
former case was filed and the hearing thereon held prior to the 
passage of the resolution. 

“While complainant now seeks substantially the same relief 
as in the prior case, under practically identical issues,” says the 
report, “it claims that there are material differences between 
the showings made in the two cases, as will hereinafter more 
fully appear.” 

The Commission, in substance, has found that the growing 
of deciduous fruits is one of the great basic industries of Cali- 
fornia; that the industry, for five years past, has undergone a 
Period of deflation and depression that, under the Hoch-Smith 
resolution, it is entitled to “the lowest possible lawful rates 
compatible with the maintenance of adequate transportation 
Service”; and that it “seemed clear that the reduction requested, 
if granted, would not affect the maintenance of adequate trans- 
portation service.” 


The intervening departments of agriculture of New York, 
Pennsylvania and Michigan, on behalf of grape growers in those 
States, opposed any deduction in the rates on grapes from Cali- 
fornia, on the ground that production in the east had not in- 
creased in years, while California shipments had increased tre- 
mendously; and that the farm prices in the past few years had 
not covered the cost of production. Those interveners, Mr. 
Aitchison also said, contended that the increasing distribution 
of California grapes had operated to reduce the prices received 
for their grapes in eastern markets. He said that if 1925 and 
1926 were typical, the record did not sustain that contetnion. 
He pointed out that in 1925 the California shipments were 
heavier than in 1926, yet the farm price received by the New 
York growers in 1925 was almost three times greater than that 
received in 1926. He said the grapes grown in New York 
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were principally Concords, and that the prices received seemed 
to be affected more by conditions within the Concord grape 
industry in the east than by competition with the California 
grapes. 

California, the report said, was the producer and shipper 
of the greatest volume of deciduous fruits and that deciduous 
fruit shipments comprised the largest single item of transcon- 
tinental tonnage. 

Seven commissioners participated in the disposition of the 
case. Commissioners Meyer, Hall, Campbell and Brainerd did 
not participate. Commissioner Eastman wrote concurring views 
to which he alone was the subscriber. Commissioner Woodlock 
also presented concurring views to which Commissioner Taylor 
assented. In bringing to an end the discussion to which com- 
missioners other than those mentioned fully subscribed, Mr. 
Aitchison said: 


Complainant has established that the growing of deciduous fruits 
is one of the great basic industries of California, and that this indus- 
try for the past five years has undergone a period of deflation and 
depression. Its economic situation is such that it clearly comes 
within the terms of the Hoch-Smith resolution as entitled to the 
lowest possible lawful rates compatible with the maintenance of 
adequate transportation service. While all the defendants who 
handle the bulk of the deciduous-fruit traffic have not as yet made 
the fair return, their present financial condition is relatively strong. 
It seems clear that the reduction requested, if granted, would not 
affect the maintenance of adequate transportation service. The 
primary issue to be determined, therefore, is whether the $1.73 rate 
assailed approaches the lowest limit or level of the zone of reason- 
ableness permitted by the flexible limit of discretion reposed in us. 
The present $1.73 rate is the outgrowth of the pre-war rate of $1.15, 
the history of which has been shown. It is now 50.4 per cent higher 
than that pre-war rate, and it is also considerably higher relatively 
to the pre-war level than the great body of transcontinental rates. 
During the period the $1.15 rate was in effect the average annual 
movement of deciduous fruits trancontinentally was about 16,380 
cars, as compared with 86,795 cars in 1925, and 78,803 in 1926. Con- 
currently with the increase in the eastbound loaded movement there 
has resulted a greater empty westbound movement. Excluding ab- 
normal years the average load has changed but little in the past 10 
years, except on grapes. As to these, complainant now tenders an 
increase in the present minimum from 26,000 to 30,000 pounds. The 
other deciduous fruits will not load much above the existing 26,000- 
pound minimum, and it would be impracticable to increase the mini- 
mum as to them. 

The important differences in conditions that have taken place 
nano the hearing in the prior case may be summarized briefly as 
ollows: 

1. The Hoch-Smith resolution was approved subsequent to the 
presentation of the prior case. 

2. The depression in the deciduous-fruit industry has continued 
unabated for a further period of three years and conditions in 1926 
were worse than in 1923. In the former decision our division found 
that the record did not justify the conclusion that the unfavorable 
financial conditions were likely to continue. 

38. The present economic showing is fully responsive to the terms 
of the resolution. In the prior case the comparative levels in market 
values over a reasonbale period of years were not shown. 

4. Complainant offers to submit the deciduous-fruit industry to 
an increase in the carload minimum on grapes from 26,000 pounds to 
30,000 pounds. 

5. There has been a further increase in the volume of movement 
from a total of 69,777 cars in 1923 to 86,795 cars in 1925 and 78,803 
cars in 1926. 

6. The financial condition of the carriers principally concerned 
has further improved. 

Complainant has submitted a more comprehensive rate showing. 

8. The average weight of the paying load of deciduous fruit has 
dropped from 31,460 pounds in 1922 to 28,306 pounds in 1926. 

9. There has been an increase in the weighted-average haul shown 
as 2,965 miles for grapes and 2,909 miles for all deciduous fruits 
except apples, in the prior case 3,000 miles for grapes and 2,970 
miles for all deciduous fruits except apples in 1926. Otherwise 
stated, in 1926, there was 61 miles of additional service for each 
ton of fruit handled. 

The various factors relied upon by the respective parties have 
been detailed at length. Considering the relative rates on and earn- 
ings of the deciduous-fruit traffic in the light of the condition of the 
industry and of the service performed by the carriers, and giving 
due weight to the cost study presented by defendants, we are of the 
view that the present rates are in excess of the lowest possible 
lawful rates as herein defined. The heavy increase in the volume 
of movement, the heavier loading of grapes, coupled with the 
increase in minimum to 30,000 pounds, and the other matters de- 
tailed herein, point to the conclusion that, in the light of the prin- 
ciples that must govern, the present rates are too high. Traffic 
and transportation conditions with respect to deciduous fruits, but 
more especially to grapes, have undergone a material change in 
the past 10 years and many of these changes have been to the 
carriers’ advantage. Defendants have granted a voluntry reduc- 
tion in rates to the citrus-fruit industry, based upon the increase in 
the carload minimum and on a movement which while large is not 
nearly as large as the transcontinental movement of deciduous fruits. 
The citrus-fruit industry is shown to be in a condition of relative 
prosperity. The deciduous-fruit industry on the other hand is in 
serious financial straits. 

This record would support a somewhat greater reduction in the 
rates on grapes than on deciduous tree fruits. But the growing of 
grapes is but a part of the basic deciduous-fruit industry in Cali- 
fornia. Grapes and the other deciduous fruits are close enough in 
their transportation characteristics to bear a comparable relation as 
a classification matter. Our conclusions will reflect these considera- 
tions, which tend to offset each other in the instant case. 

e are of the opinion and find upon a consideration of the whole 
record that the rate of $1.73 as applied to the transcontinental ship- 
ment of deciduous fruits from California to Groups A to M inclu- 
sive, except Group J, is, and for the future will be, unreasonable to 
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the extent that it exceeds or will exceed $1.60; and that the rate of 
$1.62 currently applicable to Group J points is, and for the future 
will be, unreasonable to the extent that it exceeds or will exceed 
$1.50 and that such rates are the lowest possible lawful rates com- 
patible with the maintenance of adequate transportation service, 
and are necessary to promote the freedom of movement by defend- 
ants of the specified products of agriculture, now affected by exist- 
ing depression in agriculture. In publishing these rates defendants 
may increase the carload minimum on grapes to 30,000 pounds. 


Commissioner Eastman said that while it was by no means 
clear that the rates in issue were unreasonable and ought to 
be reduced, the complainant was entitled, under the Hoch-Smith 
resolution, to the benefit of the doubt and that he could for that 
reason accept the results reached. He said he was influenced 
in that conclusion, also, by the fact that the record contained 
no attack on the enormous destination blanket (extending 
roughly from Denver to the Atlantic Ocean) to which the rates 
applied. Certain of the incidents of the blanketing, he said, 
ought to be pointed out. 

“The burden clearly falls chiefly on the eastern lines,” said 
Mr. Eastman. “They participate in the rates where they are 
lean and not where they are fat. When the fruit stops at such 
points as Denver, Kansas City, Omaha, or Chicago, the western 
lines keep the entire rate, but for their hauls the eastern lines 
never receive more than an attenuated division. The eastern 
lines might, therefore, with reason, have attacked the blanket, 
but this they did not see fit to do. On the contrary, they appar- 
ently left the defense of the case largely to the western lines. 
Out of 15 counsel whose names are signed to the brief of the 
defendants, only one represents an eastern line.” 

Mr. Eastman pointed out that out of the reduced rate of 
$1.60, the eastern lines would receive 27.5 per cent of the rate 
for the movement of the fruit if it went to New York, or about 
44 cents for a short-line distance of about 900 miles from Chi- 
cago to New York, while the average rate on grapes from points 
in New York state to New York City was about 68.5 cents 
for an average haul of 354 miles. Granting that there were 
fewer terminal services on fruit hauled from Chicago than on 
fruit hauled from New York state points, to New York City, 
he said that fact fell far short of accounting for the disparity 
indicated. The eastern growers of fruit, he said, were suffering 
from financial depression quite as much as the California grow- 
ers, and it seemed to him, he said, they had fewer opportunities 
than the Californians for remedying their situation by expedi- 
ents other than a reduction of freight rates. 

“Both we and the eastern carriers must face squarely the 
fact that if the reductions herein ordered are justified,” says 
Mr. Eastman, “it is very probable that an even stronger case 
for reductions in fruit rates can be made throughout eastern 
territory.” 


In his concurrence, Commissioner Woodlock said the Hoch- 
Smith resolution, which governed the disposition of this case, 
contained other injunctions addressed to the Commission be- 
sides that which required the lowest possible lawful rate on 
products of agriculture suffering from depression. Twice, he 
said, it instructed the Commission that in adjusting rates care 
should be taken to maintain “adequate system of transporta- 
tion.” Continuing, he said: 


If these words mean anything they mean that, broadly speak- 
ing, we must shift some of the burden now borne by agricultural 
products suffering from depression to other classes of traffic, mean- 
while maintaining carrier revenues reasonably intact failing evi- 
dence that these revenues are excessive. The new standard of 
measurment for rates on agricultural products implies new stand- 
ards for rates on other commodities. It seems to me that this is 
something which we should have in mind not merely in cases where 
tariffs proposed by carriers are under suspension and investigation, 
but also in cases where rates are attacked upon formal complaint. 
The Hoch-Smith resolution is addressed to this Commission, and not 
to the carriers. It is we who must readjust the rate structures ac- 
cording to the terms of that resolution, and we can not shift the 
burden to the carrier executives. It is our business to see that read- 
justment of the rate structures shall be conducted in a manner con- 
sistent with the maintenance of an adequate system of transportation. 
This is something which should be clearly understood by all parties 
concerned, carriers and shippers alike. Naturally we are entitled to 
expect the assistance of both in arriving at an equitable readjustment 
of rate structures, but to be intelligent that assistance must be based 
on an understanding of the true nature of the problem. 


In his dissent Commissioner McManamy said that in effect 
this was a retrial of No. 15377, California Growers’ & Shippers’ 
Protective League vs. Southern Pacific, 100 I. C. C. 79. He said 
the record contained few, if any, additional facts which would 
support the conclusions here reached and that the rates which 
the majority condemned as being too high were lower than the 
deciduous fruit rates from the principal producing areas to the 
same destination. He cited the higher rates, some of which 
were considered in other cases, notably State of Idaho ex rel. 
vs. Director-General, 58 I. C. C. 342; State of Washington ex 
rel. vs. Director-General, 58 I. C. C. 701; and Wenatchee Valley 
Fruit Exchange vs. N. P., 83 I. C. C. 71. The rates therein 
were found not unreasonable. 

“This constitutes practically an invitation to reopen the 
question of the reasonableness of those rates, and this without 
doubt must be done if we are to avoid undue preference and 
prejudice as between localities,” says the dissent. In part, Mr. 
McManamy further said: 
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The majority report as well as the concurring expressions show 
that the decision is predicated upon the Hoch-Smith resolution. To 
my mind too much weight is given to the provision relating to the 
level of the rates and too little to other provisions of that resolution. 

We are directed to correct existing rates which are “unjustly dis- 
criminatory or unduly preferential, thereby imposing undue burdens 
or giving undue advantage as between various localities or parts of 
the country,’ yet we are here reducing rates on deciduous fruits that 
are already lower than the rates on the same commodities for shorter 
hauls from other sections of the country—in fact, are lower, distance 
considered, than the rates on deciduous fruits from any section of 
the country to the same destinations. 

The resolution also directs us to give due regard “to the mainte- 
nance of an adequate system of transportation.’’ What is involved 
in the maintenance of adequate transportation service for deciduous 
fruits? The report refers at length to the expense of the service 
and the character of the equipment used, but I do not think this 
has been given proper weight. We are dealing here with commodi- 
ties which move only under intensive refrigeration, in the most expen- 
sive i? highest type of equipment, and at the highest practicable 
speed. 

If the rates here established are to be made the basis of the 
future level of rates on these commodities throughout the country, 
I very much doubt if the desired standard of equipment and service 
can be maintained without placing a part of the burden on other 
traffic which I do not understand as contemplated by the Hoch- 
Smith resolution. 

The report discusses freedom of movement, which is another im- 
portant requirement of the Hoch-Smith resolution. The increase in 
production and shipment of California deciduous fruits, especially 
juice grapes, is one of the outstanding features of the case. * * * 

In 1916 the total of carload shipments of deciduous fruits from 
California was 17,891 cars. In 1926 it was 78,803 cars. Of these 
9,722 carloads in 1926 and 58,334 carloads in 1926 were grapes. The 
record shows that each year embargoes were placed on grapes at 
the principal eastern cities because the supply could not be disposed 
of and that diversions in search of a market amounted to 1.07 times 
per car. Surely there is no indication here that freedom of movement 
has been in any way restricted. 





CARGO COAL TO SEATTLE 


An ocean cargo coal case, in the far northwest, has been 
disposed of in No. 18130, Washington Coal Producers’ Associa- 
tion vs. Union Pacific et al., mimeographed, through dismissal, 
by division 4. The Commission has found not unreasonably low 
or otherwise unlawful, a rate of $5.25 per ton, net, on bituminous 
coal from mines in Utah to Seattle, Wash., and other north 
Pacific coast ports, for transshipment beyond, by water. 

The complainant, an association of operators of coal mines 
in the state of Washington, alleged that the rate of $5.25, on 
modified mine run bituminous coal, in carloads, from the Castle 
Gate group of mines in Utah to Albina, East Portland and St. 
Johns, Ore., and Tacoma and Seattle, Wash., when for trans- 
shipment by water to Alaska, Hawaii, or foreign countries, was 
unreasonably low and resulted in undue prejudice and unjust 
discrimination against its members. A violation of section 4 
was also alleged. The Commission, before going to the heart of 
the case, said there was no evidence of record to support the 
allegations respecting sections 2 and 4. 

The assailed rate, the report said, applied only from points 
on the Utah Railway, one of the defendants. The points in- 
volved, it said, were in the same general territory as Castle 
Gate, Utah, on the Denver & Rio Grande Western. Reference to 
the Castle Gate district, the report said, would include points on 
the Utah Railway. 

In Western Coal Rates, 80 I. C. C. 383, and 89 I. C. C. 666, 
the Commission approved a rate of $6.80 on soft coal, all sizes, 
from the Castle Gate district to points north of Portland, such 
as Seattle. To Portland and points grouped therewith, rates of 
$5.90, $5.40 and $5.15 on lump, nut, and slack, respectively, were 
approved. They are, says the report, the present rates for local 
delivery. In addition to approving rates in that case, the Com- 
mission prescribed a relationship in rates from the Castle Gate 
district and rates from mines in Wyoming. 


The rate under attack was first established on June 26, 
1925, for application only on coal to Alaska, the rate to expire 
on December 31, 1925. Since then the rate has been made to 
apply on coal not only to Alaska, but Hawaii, the Phillipines and 
foreign countries, with December 31, 1927, as the expiration 
date. Complainant, the report said, was chiefly concerned with 
the rate to Seattle. It asserted that that rate would adversely 
affect the movement of Washington coal to Alaska. The evi- 
dence, the Commission said, related primarily to Alaska as the 
final destination. Rates from the complainant’s territory, the 
Commission said, to Seattle ranged from 72 cents to $1.91, or 
from $3.34 to $4.53 lower than the rate assailed. 

The complainant contended that as the rate was lower than 
the rates approved in the cited case, the burden of justifying 
the lower rate was upon the carriers. It argued that that was 
so because the relationship of the rates had been disturbed. 
The Commission said that that contention was not sustained. It 
said the rates assailed applied only for transshipment beyond by 
water and were not considered in Western Coal Rates, supra. 
Other contentions, the Commission said, were that the rate 
could not be justified as an export rate; nor as a proportional 
rate, as the rates from the ports, by water, were not on file with 
the Commission. In answer to that the Commission said it was 
sufficient to state that under paragraph 13(c) of section 6, it was 
authorized to prescribe proportional rates to ports applicable 
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to traffic moving beyond by water, and that such rates might 
differ from the corresponding local rates. 

Having disposed of those contentions the Commission con- 
sidered the matter under section 3. Succinctly stated, the Com- 
mission said the position of the complaining association was 
that prospects for marketing coal in Alaska by its members 
would be better, by at least $1.55 per ton, if the rate assailed 
were on the same level as that approved for local delivery in 
Western Coal Rates. In disposing of the case, the Commission 
said: 


Defendants, however, do not serve complainant’s producing terri- 
tory. The carriers originating the traffic from the mines in Wash- 
ington are not defendants, do not serve the mines in Utah, and do 
not join in the rate assailed. The Oregon-Washington Railroad & 
Navigation Company joins as a terminal line in rates from some of 
the mines in Washington to some of these ports, but not to Seattle, 
the port almost exclusively used by complainant for its shipments 
to Alaska. Witness for complaint testified that for several reasons 
Seattle is the most logical port through which to move its coal for 
Alaska. None of the defendants joins in rates from the Washing- 
ton mines to Seattle. It is a well established principle that undue 
prejudice or preference may not be found to exist as between ship- 
pers or communities unless the same carriers serve them or par- 
ticipate in their traffic. Kokomo Opalescent Glass Co. vs. P., C. C. 
& St. L. R. R. Co., 81 I. C. C. 352; Wichita Motors Co. vs. A. & V. 
Ry. Co., 88 I. C. C. 152. Substantially all of complainant’s traffic 
moves through Seattle; and from the showing made it does not appear 
that any undue prejudice exists by reason of the trans-shipment rate 
to the other ports. 

The rate assailed is considered by defendants to be sufficiently 
remunerative. There is nothing of record that would warrant an- 
other conclusion, or which indicates that the maintenance of the 
rate assailed impairs other rate structures. We find that the rate 
assailed is not unreasonably low or otherwise unlawful. The com- 
plaint will be ‘dismissed. 


WRAPPING PAPER RATES 


The Commission, by division 2, in No. 17206, Kalamazoo 
Vegetable Parchment Company vs. Chicago, Kalamazoo & Sag- 
inaw et al., opinion No. 12455, 128 I. C. C. 675-86, on a complaint 
against the ratings on waxed wrapping paper, vegetable-parch- 
ment, wrapping paper, and vegetable-parchment paper wrappers, 
held, as follows: 


1. That the allegations of unjust discrimination and undue preju- 
dice and preference have not been sustained. 

2. That the violation of section 6 alleged in the complaint has not 
been sustained. 

3. That the less-than-carload ratings for printed waxed wrapping 
paper in boxes or in crates in the official and western classifications 
are, and for the future will be, unreasonable to the extent they 
exceed third class; and that the carload rating for the same com- 
modity in the official classification is not unreasonable, but that the 
carload rating in the southern classification is, and for the future 
will be, unreasonable to the extent that it exceeds sixth class. 


4. That on unprinted waxed wrapping paper, in boxes or in crates, 
the less-than-carload rating in the western classification is, and for 
the future will be, unreasonable to the extent that it exceeds third 
class; and that the carload rating in the official classification is not 
unreasonable. 

5. That on printed vegetable-parchment wrapping paper, in boxes 
or in crates, the less-than-carload ratings in the official, southern, 
and western classifications, and the carload ratings in the official and 
southern classifications are not reasonable; but that the carload 
rating in the western classifications is, and for the future will be, 
unreasonable to the extent that it exceeds class A. 


6. That on unprinted vegetable-parchment wrapping paper in 
boxes or crates, the less-than-carload rating in the southern and west- 
ern classification and the carload ratings in the official and southern 
classifications are not unreasonable; but that the carload rating in 
the western classification is, and for the future will be, unreasonable 
to the extent that it exceeds class A. 


7. That on vegetable-parchment paper wrappers, in bundles, the 
less-than-carload rating in the southern classification is, and for the 
future will be, unreasonable to the extent that it exceeds second class. 

8. That complainant made less-than-carload shipments of printed 
waxed wrapping paper in boxes or crates, under rates governed by 
the official classification, and paid and bore the charges, in whole or 
in part, on basis of the second-class rating herein found to be un- 
reasonable; that it has been damaged to the extent that the charges 
borne by it exceeded the charges that would have accrued on basis 
of the third-class rating herein found reasonable; and that it is 
entitled to reparation, with interest. Complainant should comply 
with Rule V of the Rules of Practice. 


These revised ratings are to be established not later than 
September 30, on not less than five days’ notice. 

Commissioner Taylor dissented from the award of repara- 
tion. He said that in the General Baking Company case, 96 I. 
C. C. 280, reparation was awarded contrary to the general rule 
that an award of reparation did not necessarily follow a finding 
that a classification rating was unreasonable and that the ma- 
jority here followed that example. Mr. Taylor said he could not 
agree with that, simply because “we erred in awarding repara- 
tion in the case mentioned, we should here perpetuate that 
error.” 





RATE ON NUT FLATS 


Finding that a rate of $4.28 per long ton is applicable on 
hut flats (iron or steel wire rods, in coils) from North Tona- 
wanda, N. Y., to Columbus, O., and that it is not unreasonable, 
the Commission, by division 4, has dismissed the complaint in 
No. 18901, Columbus Bolt Works Co. vs. Pennsylvania et al., 
mMimeographed. The Commission held that claim for reparation 
on past shipments was barred by the statute of limitation. The 
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rate of $4.28 was sought by complainant as being applicable on 
its shipments. 


RATE ON UNFIGURED VENEER 


The Commission, by division 4, in No. 18763, Enochs Lumber 
& Manufacturing Co. vs. Illinois Central et al., mimeographed, 
has dismissed the complaint on a finding that carload shipments 
of unfigured pine, gum and cypress veneer, shipped from West 
Helena, Ark., to Jackson, Miss., were not misrouted and that 
the applicable rate was not unreasonable. Charges were col- 
lected at a rate of 29.5 cents. The applicable rate was 28.5 
cents and therefore the shipments were overcharged 1 cent per 
100 pounds, which should be promptly refunded, the Commission 
said. 


WOOD SHIPPING BLOCKS 


On a finding of applicability as to a class C rate of $1.65 
charged on a carload of wood shipping blocks from Kenosha, 
Wis., to San Francisco, Calif., the Commission, by division 4, 
has dismissed the complaint in No. 18941, Simmons Co. vs. 
Western Pacific et al., mimeographed. 


RATES ON WRAPPING PAPER 


In No. 18313, Albemarle Paper Manufacturing Co. vs. Rich- 
mond, Fredericksburg & Potomac et al., mimeographed, the 
Commission, by division 4, has found that assailed rates on 
wrapping paper, carloads, from Richmond, Va., to Harlem River, 
N. Y., were, are, and for the future will be unreasonable to the 
extent that they exceeded, exceed or may exceed 28.5 cents, and 
that reparation should be awarded. The order for the future 
is effective on or before October 3. 


BITUMINOUS COAL RATE 


The complaint in No. 18960, S. H. Bowman Lumber Co. vs. 
Illinois Central, has been dismissed by the Commission, division 
4, mimeographed, on a finding that the applicable rate of $4.12 
charged on bituminous lump coal from Zeigler, Ill., to Logan 
and Woodbine, Ia., in January and February, 1926, was not un- 
reasonable or otherwise unlawful. 





REPARATION ON PEARS 


In No. 18289, Jackson (Miss.) Traffic Bureau vs. Illinois 
Central et al., mimeographed, the Commission, by division 4, 
has awarded reparation of $48, with interest, to E. E. Rudy and 
J. H. Fine, on a finding that the carload rate of $1.055 charged 
on pears from Fayette Junction, Ark., to Jackson, Miss., in 
September, 1924, was unreasonable to the extent that it ex- 
ceeded 85.5 cents, minimum not in excess of 24,000 pounds. 
The Commission said no finding for the future was required be- 
cause the Consolidated Southwestern Cases, 123 I. C. C. 203, 
maximum reasonable rates were prescribed on fresh fruits, in- 
cluding pears, between the points here considered. 


SMITHING COAL CHARGES 


The Commission, by division 4, has dismissed No. 18996, 
Romann & Bush Pig Iron & Coke Co. vs. Atchison, Topeka & 
Santa Fe et al., mimeographed, finding the charges assessed 
on three carloads of smithing coal, moving from San Diego to 
Los Angeles, Calif., in December, 1923, were not unreasonable or 
otherwise unlawful. The coal came from Douglas, W. Va., by 
rail to Baltimore, Md., thence by water to San Diego and then 
by rail to destination. The question was whether a switching 
charge of $2.70 per car was a commodity rate within the mean- 
ing of a rule for making combinations of class and commodity 
rates. The complainant contended that it was and that it 
brought into play a rule that would have made 6.5 cents per 
100 pounds the proper charge on the coal from San Diego to 
Los Angeles. The charges were calculated on the basis of the 
$2.70 charge and the class D rate of 6.5 cents. The Commission 
said the switching charge was an incidental one for a special 
service after the completion of the line haul. It said the switch- 
ing charge could not be construed, in the light of the terminal 
and line haul tariffs, as coming within the terminology of the 
rule providing for the combination of the “separately estab- 
lished class rates or class and commodity rates.” The switching 
charge was made by the Southern Pacific. The line haul was 
made by the Santa Fe. The Commission said that it had re- 
peatedly found that carrier could not be compelled to absorb 
the switching charges of a connecting line in the absence of 
unjust discrimination or undue prejudice. It cited, in support 
of that, Crown Willamette Paper Co. vs. A. T. & S. F., 49 I. C. C. 
613. 


LUMBER ROUTE CLOSING CASE 
The Commission, by division 3, in I. and S. No. 2930, re- 
striction in routing lumber and forest products from Mississippi 
Valley points to St. Louis, Mo., via the Chicago & Eastern IIli- 
nois, mimeographed, has found justified the proposal made by 
the Chicago & Eastern Illinois, vacated its order of suspension 
and discontinued the proceeding. The schedule was protested 
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by the T. J. Moss Tie Co., operating a plant for treating fies 
and timber at Mt. Vernon, IIl. 

Traffic moving from Mississippi Valley points to St. Louis 
and East St. Louis, the report says, is generally delivered to the 
Chicago & Eastern Illinois by the St. Louis-San Francisco at 
Chaffee, Mo., or Tamms, Ill., by the Mobile & Ohio. The dis- 
tances from Chaffee and Tamms over the C. & E. I., via Findley, 
Ill., to East St. Louis, are 310 and 279 miles, respectively. Over 
other lines the distances are 147 and 132 miles. The distance 
over the C. & E. I. from Thebes, Ill., its gateway to and from 
the south, to East St. Louis is 294 miles, compared with only 
126 miles over the direct route of the Missouri Pacific. The 
joint rates are the same over all routes. 

The C. & E. I. said the distance over the route in connec- 
tion with its line was so much greater than the distances over 
the more direct routes of the Frisco, Mobile & Ohio and Mis- 
souri Pacific as to make the handling of traffic under the ap- 
plicable joint rates unattractive to it. 

Under the transit maintained by the C. & E. I. at Mt. Ver- 
non, ties and timber originating at points on the Gulf, Mobile 
& Northern and the Gulf & Ship Island, in Mississippi and 
Tennessee, may be stopped at Mt. Vernon, treated, and then 
forwarded to East St. Louis and St. Louis, over the long dis- 
tances hereinbefore set forth. In connection with its finding 
of justification of the closing of the route the Commission cited 
Kansas City Hay Dealers’ Association vs. C. G. W., 49 I. C. C. 
372, in which it said carriers should not be required to perform 
wasteful transportation by maintaining the same rates over in- 
direct and more circuitous routes. 


WROUGHT PIPE CLAIMS 


The Commission, by division 4, has dismissed No. 18368, 
National Tube Co. vs. Director-General, A. T. & S. F., et al., 
mimeographed, finding that the claims on shipments of wrought 
pipe, carloads, from Elwood City, McKeesport, and Pittsburgh, 
Pa., Syracuse, N. Y., Lorain, O., and Wheeling, W. Va., to des- 
tinations in California, between March 1, 1920, and November 
30, 1921, inclusive, to be barred by the statute of limitations. 
The complaint alleged overcharges. The Commission found that 
the claims were barred before they were filed and that the 
amendment to paragraph 3 of section 16, dated June 7, 1924, 
did not revive them. It cited Danzer Co. vs. Gulf R. R., 266 
U. S. 638, and its conference ruling of July 28, 1925, in which 
it construed not only that case but Kansas City Southern vs. 
Wolf, 261 U. S. 133, as well as, barring the claims. The specific 
finding was that the claims on the shipments originating after 
March 1, 1920, covered by the complaint, were barred. 


D. & M. ABANDONMENT CASE 


In a report on further consideration and further hearing in 
finance Nos. 5557, 5558, and 3548, the Commission, by division 4, 
had denied without prejudice application of the Detroit & Mack- 
inac Railway Company for authority to abandon its Rose City 
branch in Iosco and Ogemaw counties, Mich.. and has authorized 
the same company to abandon, as to interstate and foreign 
commerce, its Lincoln branch in Iosco and Alcona counties, 
Mich. The applicant has under consideration establishment 


of motor service to take the place of the Rose City branch 
service. 


FRISCO CONTROL OF LINES 


The Commission, by division 4, in finance Nos. 6244, 6245, 
and 6253, has authorized the St. Louis-San Francisco to acquire 
control of the St. Louis, Kennett & Southeastern Railroad Com- 
pany and of the Butler County Railroad Company, by purchase 
of capital stock and by lease, and to issue $650,000 of prior lien 
5 per cent mortgage bonds, series B, in payment for the stock 
of the Butler County company. Commissioner Eastman did not 
participate in the disposition of the case. The report was 
along the lines of the proposed report of Examiner Thomas F. 
Sullivan, recommending that the applications be approved. (See 
Traffic World, July 2, p. 20.) 


DAYTON-GOOSE CREEK 15-A FUND 


By a supplemental order in finance No. 5273, control of 
Dayton-Goose Creek Railway by Southern Pacific Company, the 
Commission has authorized transfer of $52,802.45 by the Dayton- 
Goose Creek and the Texas & New Orleans from the Dayton- 
Goose Creek to the Texas & New Orleans. ~The money is in 
the reserve fund of the Dayton-Goose Creek under paragraph 
6 of section t5-a of the interstate commerce act which requires 
one-half of excess income to be placed in a reserve fund. The 
order was made because the Southern Pacific was authorized 
to acquire control of the Dayton-Goose Creek by purchase of 
capital stock and the Texas & New Orleans was authorized to 
operate the Dayton-Goose Creek under lease. The order pro- 
vides that the Texas & New Orleans may hold and/or use the 
fund “during the period of operation under said lease in accord- 
ance with the provisions of paragraph 7 of said section 15-a.” 
Paragraph 7 provides that, for the purpose of paying dividends 
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or interest on its stocks, bonds or other securities, or rent for 
leased roads, a carrier may draw from the reserve fund estab- 
lished and maintained by it under the provisions of this section 
to the extent that its net railway operating income for any year 
is less than a sum equal to 6 per cent of the value of the rail- 
way property held for and used by it in the service of trans- 
portation, determined as provided in paragraph 6, but such fund 
shall not be drawn upon for any other purpose. 


CALIFORNIA ACQUISITION CASE 


The Commission, by division 4, in finance No. 5008 and No. 
5089, has approved and authorized the acquisition of the control 
of the Central California Traction Co., by the purchase of 
capital stock, by the Southern Pacific, and has found that the 
public convenience and necessity had not been shown to require 
the construction, by the Western Pacific, of a branch line in 
San Joaquin county, California. : 

Permission to the Southern Pacific to acquire is subject to 
the condition that the Southern Pacific shall promptly admit 
the Western Pacific and the Atchison, Topeka & Santa Fe, or 
either of them, as those carriers respectively thereto may con- 
sent, to participate equally with the Southern Pacific in joint 
control of the Central California upon payment of proportionate 
shares of the cost of the securities to be acquired. 

The Commission said that, in view of all the circumstances, 
it was of the opinion that continued impartial operation of the 
properties of the Central California could be best assured by 
joinder of the three trunk lines concerned, Southern Pacific, 
Western Pacific and Santa Fe, in the control of the Central 
California corporation; and that control of the Central Cali- 
fornia by two of the trunk lines would afford the next best 
alternative. 

When the Southern Pacific made a move to acquire the 
stock of the Central California, a traction system with its main 
line extending from Sacramento to Stockton, Calif., a distance 
of about 53 miles, the Santa Fe intervened to say that if the 
Commission thought the traction line should be merged with 
a trunk line that it should be allowed to acquire it. The West- 
ern Pacific filed application for permission to build branches of 
a total length of about 14 miles contingent upon the Southern 
Pacific being allowed to acquire the traction line. The moves 
of the Santa Fe and the Western Pacific were with a view to 
protecting their interest in the traffic to and from the traction 
line with which they, as well as the Southern Pacific, connected. 

The California commission held the hearing for the federal 
Commission. The member of the California body who presided 
at the hearings recommended that the application of the South- 
ern Pacific be approved, subject to such conditions and restric- 
tions as the federal Commission might lawfully impose to en- 
force independent operation of the carrier’s line. 


LOREE SOUTHWESTERN CASE 


The Commission has placed in the docket in finance Nos. 
5679 and 5680, the cases involving proposed acquisition of con- 
trol by the Kansas City Southern of the Missouri-Kansas-Texas 
and control by the latter of the St. Louis Southwestern, a letter 
written by R. C. Duff, president of the Waco, Beaumont, Trinity 


& Sabine, to President Coolidge and referred by the President 
to the Commission. 


; The Commission refused to approve the applications as sub- 
mitted and a revised plan is in course of preparation. Mr. Duff, 
in his letter to the President, in part, said: 


If stock and actual control of the M.-K.-T. and Cotton Belt 
were acquired by the Kansas City Southern in violation of the 
seventh section of the Clayton act, and the first paragraph of the 
Sherman act (and they were), the ownership of that stock was and 
is unlawful and cannot properly be made by the Commission the 
basis of lawful control under paragraph 2 of section 5 of the inter- 
state commerce act. To the contrary, it is the duty of the Commission 
under the eleventh section of the Clayton act and of the several dis- 
trict attorneys under direction of the Attorney General, to institute 
proceedings against the Kansas City Southern to enjoin the control 
which it unlawfully acquired and is exercising over the M.-K.-T., 
its competitor, and over the competitor of its competitor, the Cotton 
Belt, and to require it to divest itself of stock of those companies 
illegally acquired by it. 

The majority of the Commission in their report considered that, 
as they had determined to deny the applications on other grounds, 
it was not necessary to determine whether the transactions of the 
Kansas City Southern violated the anti-trust laws referred to, but I 
am quite sure that if you will take the opinion of the Attorney Gen- 
eral upon the facts found and recited by the majority in their report, 
you will be advised that the transactions referred to in fact and law 
amounted to and were calculated and willful violations of those laws, 
done and accomplished to secure financial and business advantages 
which those laws intend expressly to prohibit. 

It is not possible that it will be satisfactory to the government 
of the United States and to the Department of Justice, that the 
Kansas City Southern shall now be permitted, pees the formula- 
tion and submission of a new plan of union, and while dealing with 
other stockholders of the M.-K.-T, and Cotton Belt, not in power and 
excluded by the Kansas City Southern from power over those com- 
panies, and while dealing with short lines that are opposed to the 
plans of the Kansas City Southern whose very lives are in the 
power of the M.-K.-T. and Cotton Belt, to continue to dominate 
the board of directors, managements and corporate affairs of the 
M.-K.-T. and Cotton Belt. 


Mr. Duff said he had little or no expectation that the pro- 
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ponents of the new Loree plan would “make any genuine offer 
to include the short lines, particularly the railroads of this com- 
pany, at a fair price or perhaps at any price,” notwithstanding 
the proposal of the applicants to take over short lines the Com- 
mission would say should be included when the lines involved 
were unified. 

Senator Mayfield, of Texas, sent a telegram to President 
Coolidge asking him to give Mr. Duff’s letter careful considera- 
tion. This also was referred to the Commission and placed in 
the docket. . 


CONTROL OF W. & L. E. 


The Pittsburgh & West Virginia has applied to the Com- 
mission for authority to acquire control, under paragraph 2 of 
section 5 of the interstate commerce act, of the Wheeling & 
Lake Erie by purchase of capital stock. The petition was signed 
by F. E. Taplin, president of the applicant. 

It was set forth in the application that the Pittsburgh & 
West Virginia was the owner and holder of 65,200 shares of 
the preferred and common stock of the W. & L. E., and that at 
the annual meeting of the latter company at Cleveland, May 25, 
1927, there were present, in person or by proxy, a total of 227,671 
shares of the W. & L. E. that were voted in harmony with the 
shares owned by the applicant, and that the owners and holders 
of those shares “are in accord with the applicant in reference 
to its desires toward the Wheeling & Lake Erie Railway Com- 
pany.” 

The applicant and the W. & L. E. have no Officers in com- 
mon and the only directors in common are Frank E. Taplin 
and Charles F. Taplin, who were elected as directors of the 
Wheeling at the annual meeting on May 25. 

The Pittsburgh & West Virginia said in its application that 
it proposed to acquire control of the Wheeling by purchase of 
a majority of such carrier’s capital stock, preferred and common, 
for not to exceed such average price for each class of shares 
as the Commission should fix and determine. 

“No agreement for such purpose has been entered into be- 
tween applicant and any other person or persons, but applicant 
has reason to believe that such control can be acquired by stock 
purchase, if the approval of the Commission is obtained,” the 
applicant said. 

A number of reasons why the Wheeling should be under 
the control of the applicant was set forth in the application, 
one of them being that the lines were complementary and sup- 
plementary. 

“For a number of years last past,” the applicant said, “there 
has been a permanently established through route and channel of 
trade and commerce over the lines of applicant from Pittsburgh to 
Pittsburgh Junction, and the lines of the Wheeling from Pittsburgh 
Junction to industrial centers in Ohio served by the Wheeling, 
as well as to the lake ports of Cleveland, Lorain, Huron and 
Toledo, and to connections of the Wheeling at Toledo and other 
points along its line. For some time the shortest route and 
the fastest freight service between Pittsburgh and a number 
of the points above mentioned has been over said route, and a 
large interchange of traffic between the applicant and the 
Wheeling has grown up as a result thereof. It is in the public 
interest that this service should not only be continued, but that 
it should be improved, and, in view of the fact that other trunk 
lines, such as the Baltimore & Ohio, New York Central and 
Nickel Plate, are competitive with the Wheeling for the traffic 
above mentioned, and have secured a large stock interest in 
th Wheeling, it is in the public interest that the control of 
the Wheeling should be held by applicant, whose relation to the 
Wheeling is non-competitive. If the service now being rendered 
to the public by applicant and the Wheeling is to be preserved 
as it should be in the public interest, then it is equally in the 
public interest that the control of the Wheeling should rest 
with the applicant and not with other persons or carriers whose 
interests are inconsistent with the development of such service.” 

The applicant said the control of the Wheeling was now so 
closely held that market quotations on Wheeling shares were 
no criterion of their true value; that applicant was not now in 
a position to give an estimate of such value, deeming that the 
arriving at such value and the fixing of the maximum price to 
be paid by applicant for such shares were matters to be de- 
veloped upon the hearing on this application, and to be deter- 
mined by the Commission. 


Pending before the Commission are the applications of 
Officials of the New York Central, Nickel Plate and the Balti- 
more & Ohio for authority to hold positions with the Wheeling 
& Lake Erie and on which hearings were recently held. 


G. N.-N. P. UNIFICATION CASE 


Simultaneously with issuance of orders permitting a number 
of interventions in finance No. 6410, the proceeding involving 
Proposed unification of the Great Northern and Northern Pacific 
systems through the Great Northern Pacific, the Commission an- 
nounced, August 17, that the hearing in that proceeding and in 
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finance No. 6409, involving proposed acquisition by the Great 
Northern Pacific of control of the Spokane, Portland & Seattle, 
assigned for October 3 at Minneapolis before Director Mahaffie, 
of the bureau of finance, had been canceled and that the cases 
had been reassigned for hearing at the same place before the 
director, October 24. 

The Chicago, Milwaukee, St. Paul & Pacific, and the receiv- 
ers of the Chicago, Milwaukee & St. Paul; the Minneapolis & 
St. Louis, by W. H. Bremner, receiver; the Minnesota Western 
Railroad Company, the Minneapolis, Northfield & Southern Rail- 
way, and the Electric Short Line Terminal Company were au- 
thorized to intervene in No. 6410. The Minneapolis, Red Lake & 
Manitoba Railway Company was previously authorized to inter- 
vene in No. 6410. 

The petition of the old and new Milwaukee companies, and 
the receivers of the old company, say that the lines now oper- 
ated by the Northern Pacific, the Great Northern and the Spo- 
kane company will, if the applications are granted, be combined 
in a single system for management and operation by the new 
Northern company which will also control the stock of those 
companies as well as that of the Burlington. It says the lines 
of railroad of the old Milwaukee company that have been bought 
by the new Milwaukee company are located in the same general 
territory as are those of the lines involved in the unification 
case and that the petitioners allege that their interests and of 
the public served by the Milwaukee lines, and the public inter- 
est generally, will be prejudicially affected if the applications be 
granted as prayed. 

The petition of the Minneapolis & St. Louis says that that 
carrier possesses interchange and divisional arrangements with 
the Great Northern, Northern Pacific and the Burlington, and 
that the petitioner’s interests might be adversely affected should 
the Commission approve the applications without some appro- 
priate order safeguarding those interests. Continuing, the peti- 
tioner says: 


Your petitioner believes the eatios of the authority requested in 
this proceeding would be to violate the spirit and letter of the pro- 
visions of the interstate commerce act as amended with respect to 
the consolidation of railroads, in that it is the intent of such pro- 
visions that there should be created carrier systems of substantial 
uniformity with respect to the cost of transportation service to be 
rendered by them, and with respect to the values of the properties 
through which such service is to be rendered; and to grant the au- 
thority requested herein, without giving consideration to the final 
disposition to be made of those lines in the same territory which 
are weaker from a financial and a transportation standpoint, may 
make it difficult if not impossible for the Commission to ‘hereafter 
create another or other systems of like character in the particulars 
above mentioned. 


The Minnesota Western, in its petition, says it is advised 
and believes, and is prepared to show to the Commission that 
“great systems of railroads of the magnitude and importance of 
that which the applicants propose to create and to operate could 
not be unified in control and management by such means as 
here proposed except for the fact that by the terms of paragraph 
(8) of section 5 of the interstate commerce act exemption from 
the operation of the anti-trust laws is provided.” It further says 
it is prepared to show that these exemptions were and are for 
the purpose of accomplishing the consolidations of the railroads 
into a limited number of systems, and that one of the purposes, 
if not the main purpose and intent of Congress in the enactment 
of section 5, including paragraph 2 thereof, was to bring about 
the absorption of the small and weak railroads of the country 
into the large and powerful railroad systems in order that the 
United States and the people thereof, as a whole, might have 
adequate transportation facilities, and that no short or weak 
railroad serving a substantial public need should be abandoned, 
but should be preserved as a part of some one of the transporta- 
tion systems proposed to be established. The intervener says 
its railroad is that type of railroad generally considered as and 
classified as a short or weak line, and that it serves a substantial 
public need; that its road connects directly with the lines of the 
Great Northern and with the Burlington through trackage over 
the Electric Short Line Terminal Company, and that it is vitally 
interested in the proposed unification plan and as to “whether 
such plans or proposals have as their objective partial or pro- 
gressive consolidation or final and complete unification.” 

A similar statement is made by the Electric Short Line 
Terminal in its petition of intervention. 


The Minneapolis, Northfield & Southern says it interchanges 
with the Great Northern and Northern Pacific thousands of 
carloads of freight every year and competes with them in mov- 
ing a vast tonnage and therefore has an interest in the pro- 
ceeding. 

The Minneapolis, Red Lake & Manitoba believes its line 
should be consolidated with the Great Northern. It says it is 
willing to have its line included in the unification for which 
approval is sought, upon fair and reasonable terms, to be de- 
termined by or through the Commission if they cannot be 
agreed upon otherwise. 

Clara Hill Lindley, daughter of the late James J. Hill, and 
her husband, E. C. Lindley, have asked the Commission for per- 
mission to intervene in the proposed merger of the Great North- 
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ern and Northern Pacific. Their petition says they favor the uni- 
fication but object to the methods proposed. They are of the 
opinion that either the Northern Pacific or the Great Northern 
should be the basic unit of the proposed combination instead 
of transferring the management to a new corporation to be 
chartered in Delaware. The petition suggests that the Great 
Northern, which has a Minnesota charter, be used as the prin- 
cipal unit. It says that, if the plan proposed by the officials of 
the railroads involved is followed, the result will be to exclude 
30 per cent of the shareholders of the Northern Pacific and the 
Great Northern from any voice in control of the properties for 
99 years. 





C. M. ST. P. AND P. BRIEF 
The Traffic World Washington Burean 


Counsel for the new Chicago, Milwaukee, St. Paul and Pa- 
cific Railroad Company August 18 filed with the Commission 
their brief in support of the Milwaukee reorganization plan as 
embodied in the application of the new company for authority 
to take over the property of the old company and to issue se- 
curities. In the last analysis, according to the brief, the issue 
before the Commission is simply whether the proposed action 
is in the public interest. So far as the questions raised by the 
Jameson bondholders’ committee relate to the equity of the 
reorganization plan as between different classes of security hold- 
ers, all such questions have already been decided adversely to 
the protestants by the courts and such decisions are res adjudi- 
cata as against the interveners, according to the brief. 

Under the plan, according to the brief, the fixed charges 
will be reduced from approximately $21,500,000 to approximately 
$13,600,000. 

After reviewing other financial aspects of the plan hereto- 
fore made public, the brief said the plan represented a com- 
promise; that possibly there were other plans that would meet 
the requirements of the Milwaukee situation, but that the ques- 
tion before the Commission now was not whether there was 
another practicable plan, but whether there was anything in this 
reorganization plan that required the Commission to say that 
the public interest would be adversely affected if the vast ma- 
jority of security holders were permitted to carry out the con- 
tract they had made. It was reiterated that every day’s delay 
in consummation of the reorganization cost the property over 
$2,000 in interest alone that would be saved in the reorganiza- 
tion, and retarded the return of the system to its full efficiency 
in the public service. 

Counsel for holders of approximately 73 per cent of the 
total outstanding preferred stock of the Chicago, Milwaukee & 
St. Paul, in a brief filed with the Commission in the Milwaukee 
reorganization case, defend the reorganization plan. The brief 
answered the contention of the Jameson bondholders’ committee 
that the plan was too favorable to the stockholders and that 
the application should be denied. 

It was stated in the brief that the fairness of the plan was 
a matter for the courts and that the courts had determined that 
the plan was fair; that the plan was a negotiated compromise 
between the parties in interest and that that was the best pos- 
sible assurance of its fairness. It was also stated that any sub- 
stantial amendment of the plan by the managers at this stage 
was impossible—that such amendment would result in chaos. 
In conclusion, counsel said: 


_ , The present situation amounts to this: A great railroad system 
is in grevious need of reorganization; a plan is negotiated between 
the several interests; it has been approved by the overwhelming 
majority of all the security holders; it has been approved by the 
court having jurisdiction and by the appellate court; sale has been 
had and has been confirmed; the only objector is the holder of a 
small fractional interest in bonds; the only objection he now presents 
to the Commission is one which properly belongs before the courts 
and upon which he has been fully heard by the courts, and there 
has been overruled. No unfairness has been shown. Support of the 
objection at the present stage would result in incalculable injury to 
thousands of persons; the objection is wholly destructive. The ob- 
jection should be overruled and the application granted. 


PIEDMONT & NORTHERN EXTENSIONS 


The Seaboard Air Line, another protesting steam railroad 
im the Piedmont & Northern extension case (see Traffic World, 
August 13), in its brief requests that a finding be made that the 
Commission has jurisdiction over the proposed extensions and 
that such extensions will be contrary to the public convenience 
and necessity. It says that if the extensions are built, it will 
suffer a loss of more than $1,349,250 annually. 


“The amount of traffic handled by the Piedmont & Northern 
is unusually large and negatives the idea that the Piedmont & 
Northern is an interurban railway,” says the Seaboard. “It does 
as much as any railroad of its length and location can do. The 
evidence shows that 72,000 loaded cars are handled in inter- 
change annually, and a synopsis of the traffic which is expected 
to be handled over the old and new lines shows traffic in excess 
of that handled over many steam railroads of greater length.” 

The Seaboard says it is plain that the Piedmont & Northern 
was originally conceived as, and still is, “a plant facility,” han- 
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dling the output of its allied interests and their friendly connec- 
tions, and that these connections are not “the public” contem- 
plated by the transportation act—that they constitute only a 
small part thereof. 

In briefs filed by representatives of counties, cities, towns, 
public bodies, commercial and traffic organizations of the Caro- 
linas, the Commission is urged to dismiss the case for want of 
jurisdiction or permit the extensions to be built. It is urged 
that the plans proposed are in line with the trend of industrial 
and commercial development in the territory to be served and 
that the proposed conections, if permitted, will open up new and 
additional competitive through routes between the east and the 
south, and between the west and the south, which will be in the 
public interest. 

Briefs protesting against granting of the Piedmont & North- 
ern’s application to build extensions were also filed by the At- 
lantic Coast Line, the Carolina, Clinchfield & Ohio lines, the 
Clinchfield Northern of Kentucky, and the Charleston & Western 
Carolina. 


The Georgia & Florida filed a brief in support of the ap- 
plication. 


FINAL VALUATION REPORTS 


_ Valuation Docket No. 141, Wichita Union Terminal Railway Co., 
opininn No. B-555, 125 I. C. C. 619-30, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $1,935,000, as of June 30, 1916. 

Valuation Docket No. 526, Missouri and Illinois Bridge and Belt 
Railroad Co., opinion No. B-547, 125 I. C. C. 424-68, final value for 
rate-making purposes of property owned and used for common carrier 
purposes found to be $919,500, as of June 30, 1919. 

Valuation Docket No. 977, Benwood and Wheeling Connecting 
Railway Co., opinion No. B-552, 125 I. C. C. 531-50, final value for 
rate-making purposes of property owned and used for common carrier 
purposes found to be $305,000, and of property used but not owned, 
$12,625, as of June 30, 1918. 


FINANCE APPLICATIONS 


The Georgia, Florida & Alabama Railroad Company has applied 
for authority to issue $1,750,000 of first mortgage and refunding 6 
per cent gold bonds, $1,000,000 of first preferred stock, $500,000 of 
second preferred stock, and 10,000 shares of common stock without 
par value and to assume certain securities of the railway company 
of the same name in connection with acquisition by the new company 
of the properties of the old company. Authority also was asked to 
acquire the property of the railway company. The Seaboard Air 
Line asked authority to acquire control of the new company by 
acquisition of stock and by lease. 

The Wilmington & Northern has asked authority to extend the 
time of payment of $353,500 of first mortgage 5 per cent bonds, ma- 
turing December 1, 1927, to December 1, 1977, with interest at 4% 
per cent. The Reading Company, which controls the applicant by 
stock ownership and by lease, asked authority to guarantee the 
payment of the principal and interest of the issue. 

The Seaboard Air Line has asked authority to issue and pledge 
4 per cent refunding mortgage gold bonds, which, taken at their 
fair market value, will not exceed $1,251,398.06 in amount, in reim- 
bursement of its treasury. It also asked authority to issue and 
pledge $1,328,000 of first and consolidated 6 per cent mortgage bonds, 
and $804,000 of similar bonds, the latter to retire equipment obliga- 
tions. 

The Slate Belt Telephone & Telegraph Company and the Lehigh 
Telephone Company have applied for approval of acquisition by the 
latter of the properties of the former in Northampton county, Pa. 

The Central of New Jersey has applied for authority to issue and 
sell at competitive bidding not exceeding $1,064,000 of 4% per cent 
equipment trust certificates in connection with acquisition of 15 lo- 
ero and 25 steel passenger coaches at an estimated cost of 
1,443,200. 

The Kansas City, Shreveport & Gulf Terminal Company has 
asked authority to extend the date of maturity of $150,000 of first 
mortgage bonds from August 1, 1927, to August 1, 1937. 

The Union Pacific hgs applied for authority to construct an ex- 
tension 54 miles long from a connection with its line at or near 
Creighton, Wyo., southerly to a point on its main line in the vicinity 
of Egbert, Burns or Hillsdale, Wyo. The applicant said the territory 
now served by its northerly branch extending from O’Fallons, Neb., 
to South Torrington, Wyo., and the Gering, Lyman and Yoder branches 
therefrom, was a rich agricultural region; that its natural market 
was Denver, Colo., but that at the present time it was able to reach 
the Denver and other western markets only at the sacrifice of an 
expensive, if not prohibitive, back haul via O’Fallons, of approximately 
200 miles. It said construction of the proposed line would shorten 
the distance from South Torrington to Denver approximately 250 miles. 

In a supplemental application in finance No. 6183, the Western 
Pacific has asked authority to dispose of $2,678,500 of an issue of 
$2,950,000 of first mortgage bonds authorized in the original pro- 
ceeding. 


UNCONTESTED FINANCE CASE 


The Pere Marquette has been authorized to issue and sell $2,550,- 
000 of equipment trust certificates at not less than 99.71 per cent 
of par and accrued dividends. 


Cc. N. S. & M. PASSENGER FARES 


The Commission, in No. 19920, on petition of the Chicago, 
North Shore and Milwaukee, has instituted an investigation with 
respect to the petitioner‘s intrastate passenger fares in Illinois 
and Wisconsin alleged to be lower than its interstate fares 
and to cause unjust discrimination against interstate commerce. 
The petitioner alleged it was not permitted by the authorities 
of the two states named to increase its intrastate passenger 
fares within those states. The proceeding has been assigned 
for hearing at the Great Northern Hotel, Chicago, September 15, 
before Examiner Hoy. 
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DAIRY REFRIGERATION CHARGES 


Attorney-Examiner John H. Howell, in a proposed report in. 
No. 17143, Pacific States Butter, Egg, Cheese and Poultry Asso- 
ciation vs. Southern Pacific et al., has recommended a finding 
that the stated charges for standard refrigeration of carload 
shipments of butter, eggs, cheese and dressed poultry, from sta- 
tions in California, Oregon, Washington, Idaho, Nevada and 
Arizona to interstate destinations are unreasonable and pre- 
scribe new ones. He further said the Commission should find 
not justified the assessment on carload shipments of the com- 
modities described, initially iced but not re-iced in transit, from 
and to the points described, of charges other than those provided 
in section 4 of the perishable protective tariff for the ice placed 
in the bunkers. 

A further finding recommended by him was that the cost- 
of-ice basis was applicable on shipments of the commodities 
mentioned, from stations in Montana to destinations in Califor- 
nia, Oregon, Washington, and British Columbia. He said the 
Commission should find not justified the amendment to Rule 
600(b) of the perishable protective tariff, limiting the transpor- 
tation of perishable freight under refrigeration at less-than-car- 
load rates to shipments weighing less than the minimum weight 
for carload shipments. 

The complaint, Howell said, asked the Commission to con- 
demn as unjust, unreasonable and unlawful the stated charges 
for standard refrigeration of interstate carload shipments of the 
dairy products named from points in the states mentioned, here- 
inafter referred to as the six westernmost states, and require the 
establishment of the cost-of-ice basis in place thereof; to con- 
demn, as unjust, unreasonable and unlawful the so-called Rule 
240 charges imposed on interstate carload shipments of dairy 
products from points in the six westernmost states when such 
shipments of dairy products were forwarded under instructions 
not to re-ice in transit; to find that the carload shipments of 
dairy products from points in Montana to destinations in Cali- 
fornia, Oregon, Washington and British Columbia were over- 
charged; to find that the assessment of Rule 240 charges on 
shipments from points in Idaho, Neveda and Arizona to points 
in the Pacific coast states while no such charges were applicable 
on similar shipments from more easterly points to the same 
destinations resulted in violations of the long-and-short-haul part 
of the fourth section; and, to find that the amendment to Rule 
600(b) of section 6 of the perishable protective tariff, effective 
October 1, 1923, whereby the transportation of perishable freight 
under refrigeration at L. C. L. rates was limited to shipments 
weighing less than the minimum weight for carload shipments, 
was unjust, unreasonable and unlawful. The complainant also 
asked for reparation. The refrigeration charges in the report 
are stated in amounts per car and the freight rates in amounts 
per 100 pounds. 

Howell, after stating facts in the beginning of his report, 
said that the refrigeration rules in the parts of the country in- 
volved lacked uniformity. In disposing of the case he said the 
Commission should find as follows: 


(1) That the present rates, rules, and regulations governing the 
refrigeration of dairy products from the six westernmost states to 
interstate destinations are unreasonable, and that defendants should 
establish rates, rules, and regulations under which refrigeration of 
said commodities from the states indicated would be performed at 
the charges named in section 4 of the perishable protective tariff 
with the addition of charges which on shipments re-iced but once 
shall be ten per cent of the stated refrigeration charges applicable 
on perishable freight not otherwise indexed by name, with a maximum 
of $5 per car if the journey from point of first icing is confined within 
the limits of a single origin group and $7.50 if it is confined within 
the limits of two contiguous origin groups, and on shipments re-iced 
more than once shall be twenty per cent of stated refrigeration 
— applicable on perishable freight not otherwise indexed by 

(2) That the carriers have not justified the imposition upon 

the traffic described of the charges named in Rule 940-D of the 
perishable protective tariff; 
t (3) That the applicable charges on shipments of dairy products 
‘tom stations in Montana to destinations in California, Oregon, Wash- 
ington and British Columbia are those named in section 4 of the 
perishable protective tariff; and 

(4) That the amendment to Rule 600 (b) effective October z 
1923, has not been justified. 
fi The cancellation of Rule-240 charges in connection with the traf- 

¢ under consideration will eliminate the fourth-section departures 
alleged by complainant. 

’ = eo gag agreed ~—_ = case ba se pant should 

, affidavits as to the payment of charges shoul 

the Rule-V statements. — — ecnatenein 
-_ Merhbers of complainant association and certain interveners 
th © paid stated charges for full refrigeration ask reparation to 
jd extent that the charges paid were unreasonable. The stated 
t arges, as such, are not under attack: what complainant and in- 
erveners ask is a different kind or degree of service on a different 
a of charges. Under the circumstances it is not apparent upon 
a basis, if any, reparation could be awarded. Those shippers 
t © shipped under initial icing with instructions not to re-ice in 
Tansit are in a different situation for they paid charges herein 
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found unreasonable and are entitled to reparation. The same is true 
of those who, as a result of the amendment to Rule 600 (b), paid 
carload rates and standard refrigeration charges which exceeded 
charges that would have accrued at the less-than-carload rates be- 
tween the same points. On shipments from Montana to California, 
Washington, Oregon and British Columbia complaining shippers paid 
charges in excess of those lawfully applicable and are entitled to 
reparation. 

The Commission should find that those shippers properly before 
it who paid charges herein found unreasonable, except charges for 
standard refrigeration, or unlawful charges, are entitled to repara- 
tion. Complainant should comply with Rule V of the Rules of 
Practice and should accompany the statements, as agreed, with 
satisfactory affidavits. 


BROWN PROPOSES LUMBER SCALE 


In a report on No. 18364, Georgia Public Service Commis- 
sion vs. Atlantic Coast Line, Examiner R. M. Brown has proposed 
that the Commission find interstate rates on logs, except walnut, 
cherry, and cedar, from Florida points north of Jacksonville, 
Gainesville, Burnetts Lake, and High Springs, Fla., to destina- 
tions in Georgia, unreasonable but not otherwise unlawful, and 
require the establishment of new rates in accordance with a 
scale set forth by him. The scale begins with a rate of 2.5 
cents for 10 miles and less and advances half a cent for each 
additional block until it runs out with the 160-170 block at 8 
cents. The blocks are 10 miles up to 40; then 15 miles up to 
100 miles; then 20 miles up to 160, the last block, however, 
being only 10 miles, from 160 to 170. The minimum recom- 
mended is 40,000 pounds. 

Brown said the Commission should further find that the 
Florida intrastate rates on logs, except cedar, had not been 
shown to result in undue or unreasonable advantage, preference, 
or prejudice as between persons or localities in intrastate com- 
merce and interstate commerce, respectively, or in undue, unrea- 
sonable, or unjust discrimination against interstate commerce. 
The Georgia commission alleged the rates from Florida points 
to Georgia points were unjust, unreasonable, and, as compared 
with Florida intrastate rates, were unjustly discriminatory and 
unduly prejudicial. Brown said that while the complainant said 
its object was to obtain reasonable rates on logs from all points 
on the Atlantic Coast Line in Florida to all destinations on that 
line in Georgia, the record showed that in so far as the inter- 
state rates were concerned relief was desired only with respect 
to rates on logs, except walnut, cherry and cedar, from points 
in Florida north of Jacksonville, Gainesville, Burnetts Lake and 
High Springs, referred to as north Florida, to destinations in 
Georgia for distances not exceeding 170 miles, at which dis- 
tance the scale by him runs out. He said the Florida commis- 
sion filed no formal petition of intervention but appeared in de- 
fense of the Florida rates. The other railroads serving north 
Florida and the American Short Line Railroad Association inter- 
vened in opposition, as Examiner Brown put it, to the contin- 
uance of the Florida rates on their present level and to the 
extension of such rates interstate into Georgia. Shippers inter- 
vened as their interests dictated, some in support and others in 
opposition to the complaint. The Florida commission and Flor- 
ida interveners, in the course of the hearing, Brown said, moved 
the dismissal of the complaint on the ground that evidence sub- 
mitted by or on behalf of the complainant was not sufficient to 
constitute a cause of action within the power of the Commission 
to remedy, and that the allegations of the complaint had not 
been sustained. Brown said the motion should be denied. The 
evidence of record, in his opinion, justified consideration of the 
case on its merits. Brown said that the defendant’s interstate 
log rates, revised in August, 1925, were relatively higher than its 
intrastate log rates in the southeast. He said the bulk of the 
log movement on the defendant’s system was intrastate. Intra- 
state rates other than those in Florida, Brown said, were not in 
issue. 


Florida interveners, the Florida commission, and the South- 
eastern Forest Products Association, Brown said, contended 
that the Commission was without power to regulate intrastate 
commerce as such and denied that the Florida rates unjustly 
discriminated against or unduly burdened interstate commerce. 
No specific instance of hurtful discrimination or prejudice, the 
examiner said, had been shown to result from the maintenance 
of the Florida rates. A finding of unlawful discrimination or 
undue prejudice, he said, could not be predicated on a mere as- 
sumption or assertion of their existence. 


TANK MATERIAL RATES 


A finding of unreasonableness, violation of the long-and- 
short-haul clause of section 4, and an award of reparation have 
been recommended by Examiner W. K. Berryman, in No. 19033, 
H. F. Wilcox Oil & Gas Co. vs. Atchison, Topeka & Santa Fe 
et al., as to rates on pipe, tank material, and oil well supplies 
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from many points in Oklahoma to Pampa, Texas, applied on 
shipments since January 1, 1925. The examiner said the com- 
plainant showed that from Aaron, Bristow, Beggs and Mounds, 
Okla.. combinations of locals to and beyond Tulsa, equaled 75.5, 
75.5, 74 and 73 cents, respectively, and from Wewoka, Okema, 
and Ada, Okla., the combination on Shawnee and Sparks, Okla., 
equaled 69, 68, and 73 cents, respectively, which were less than 
the rates charged. = 
Berryman said the Commission should find the rates charged 
were in violation of section 4 to the extent indicated and were, 
are and for the future would be unreasonable to the extent that 
the rates on pipe, tank material and pipe and tank material in 
mixed carloads, exceeded, exceed or may exceed 49 cents from 
Bristow, Aaron, Beggs, Okema, Wewoka and Junior, 40 cents 
from Perry, 48. cents from Mounds and 51 cents from Ada, 
and to the extent that the rate on oil.well supplies exceeded, 
exceeds or may exceed 68 cents from Bristow and Aaron. 


SAND RATES AND REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner J. Edgar Smith, in No. 
19080, North Shore Material Co. et al. vs. Chicago, Milwaukee 
& St. Paul et al., as to the rates charged on shipments of sand 
which moved from Riton, Wis., to destinations in Illinois served 
by the Chicago, North Shore & Milwaukee, on and after Sep- 
tember 10, 1925. Smith said the Commission should find the 
rates were unreasonable to the extent they exceeded those in 
effect prior to August 10, 1925. The examiner said the increase 
that came into effect that day, brought about by the cancellation 
of the combination rule by the Chicago, Milwaukee & St. Paul, 
reflected no change in conditions. ‘For that increase, he said, 
no sufficient justification was offered. Prior to August 10 the 
rate from Riton to Highland Park, Ill., which the examiner 
treated as typical, was 85 cents per ton. On that day it became 
$1.15 and a month later, $1.20. 

On March 20, 1927, it became 80 cents. In each instance, 
except the last, there was a charge of $2.70 per car for switching 
to be added. No switching charge was shown in the report, as 
being in addition to the 80-cent rate. 


JOINT COTTON RATES APPLICABLE 


In a report on No. 19142, Mississippi Farm Bureau Cotton 
Association vs. Illinois Central et al., Examiner T. K. Carpenter 
has recommended that the Commission find that the rates 
charged on cotton, shipped since January 3, 1925, from Stark- 
ville, Sturgis, Weir, McCool, Ethel, McAdams, Oxford, and Cof- 
feeville, Miss., to destinations in southeastern, Carolina and 
New England territories, warehoused at Memphis, Tenn., were 
inapplicable, and require the refund of overcharges. Combina- 
tions based on Memphis were collected on the theory that the 
routes via Memphis, from the points, on branch lines, men- 
tioned were “circuitous” and that, therefore, the joint rates did 
not apply from points of origin to final destinations. 

The circuitous rule is No. 2 in the Illinois Central transit 
tariff, restricting the transit privileges therein granted so they 
will not apply over “circuitous” routes and routes involving back 
hauls, such as is found in other transit tariffs. 

The examiner said the question presented by the record 
was solely one of interpretation of the rule. He said the rule 
was clearly ambiguous. He said it did not, nor did the tariff, 
define the term “circuitous routes.” He added that in constru- 
ing doubtful or ambiguous tariff provisions the Commission had 
consistently resolved reasonable doubts in favor of the shipper. 
He said the Commission should nd that the applicable rates 
were the joint rates from the original points of origin to final 
destinations, plus a transit charge at Memphis. 


RATE ON WINDOW GLASS 


Examiner A. J. Sullivan has recommended dismissal of the 
complaint in No. 19163, V. L. Highland and R. A. Hill, receivers 
for the Interstate Window Glass Co. vs. Chicago Great Western 
et al., on a proposed finding that a combination rate of 59 cents 
charged on one carload of window glass from Okmulgee, Okla., 
to St. Cloud, Minn., shipped February 6, 1926, was not unreason- 
able. Reparation was sought to the basis of 44.5 cents, a sub- 
sequently established rate. 


RIG IRON RATE REASONABLE 


Dismissal of the complaint in No. 19226, Parkersburg Rig & 
Reel Co. vs. Santa Fe, has been recommended by Examiner 
W. K. Berryman on a proposed finding that a class A rate of 
64 cents assessed on a carload of rig irons from Tonkawa, Okla., 
to Madison, Kans., in May, 1924, was not shown to have been 
unreasonable. The report said the shipment consisted of rig 
irons, bull wheel woodwork and sand reels. Complainant sought 
a rate based on the decision in Parkersburg Rig & Reel Co. vs. 
Cc. R. I. & P., 123 I. C. C. 79, wherein the Commission found 
that the rate on rig irons should not exceed 85 per cent of the 
contemporaneous rate on oil well supplies. The examiner said 
that that case had been reopened for reconsideration. He said 
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the articles named in that case comprising rig irons did not 
include sand reels, nor were sand reels named in the governing 
tariff under the head of “Oil Well Supplies.” He said they 
were included under the heading of “Machinery” and took class 
A rates. He said no showing was made as to the reasonableness 
of the rate on sand reels. 


ACTUAL VALUE CATTLE RULE 


Examiner H. L. Main has recommended the dismissal of No. 
18658, Standard Exploration Co., Ltd., vs. Chicago, Milwaukee & 
St. Paul et al., on a finding that the tariff rule applicable to the 
rate on a carload shipment of pure bred livestock from Everett, 
Ill., to Grants Pass, Ore., in April, 1923, is reasonable. The com- 
plaint alleged the application of the rule resulted in the charging 
of rates which were, are, and would,be unreasonable. Repara- 
tion and a reasonable rule were sought. The shipment consisted 
of one bull, 19 cows and 6 calves. The animals were pure bred 
and were classified as “livestock chiefly valuable for breeding, 
racing, show purposes, or other special uses.” The question was 
as to how the charges for value in excess of the basic values 
should be calculated. The excess value charge was $171.62. The 
rate was increased on the entire carload, 2 per cent for each 50 
per cent or fraction thereof of the excess of $800 over $75, that 
is, 40 per cent. The bull was valued at $800. The ordinary live- 
stock bull is valued at $75. The complainant, the examiner said, 
contended that the basis for the additional charge for value, to 
be reasonable, should have been the excess of the average actual 
value over the average basic value of “all” the animals in the 
car, instead of the highest rated class. Figured on that basis, 
the excess charge, the examiner said, would have been 12 per 
cent instead of 40 per cent. The carriers, the examiner said, 
showed that the rule attacked was common throughout the coun- 
try, and that it was first published in accordance with the deci- 
sion in Iowa Railroad Commissioners vs. A. T. & S. F., 36 
ZC... C.. 7. 


RATES ON STRAWBOARD 


Examiner Paul A. Colvin has recommended the dismissal of 
No. 18170, United Paperboard Co., Inc., et al. vs. Akron, Canton 
& Youngstown et al., on a finding that rates on strawboard be- 
tween points in Central territory and from points in that terri- 
tory to destinations in Trunk Line territory are not unreasona- 
ble or unduly prejudicial. The complaint alleged the joint 
through rates of 90 per cent of sixth class, minimum 36,000 
pounds, were unjust, unreasonable, unduly prejudicial and in 
one instance in violation of the long-and-short-haul clause of 
section 4. Complainants sought rates not in excess of 80 per 
cent of sixth class, minimum 36,000 pounds, with alternative 
rates of 60 per cent of sixth class, on a minimum of 60,000 
pounds. 

The railroads, in their defense, pointed out that the rates 
on strawboard were the same as on other paper boards and said 
that strawboard should not be taken out of that class and given 
preferential rates. They said that strawboard and other paper 
boards were competitive and had the same general value and 
transportation characteristics. In support of those declarations 
they cited Official Classification Rates on Paper, 38 I. C. C. 120, 
and other cases, particularly Lafayette Box Board & Paper Co. 
vs. A. C. & Y., 101 I. C. C. 273, and the dismissal of that case. 


SEWER PIPE REPARATION 


Attorney-Examiner John H. Howell, in No. 13878, Chicago 
Fire Brick Co. et al. vs. Ahnapee & Western et al., on further 
hearing as to the reasonableness of rates and reparation, has 
recommended a modification of the findings in the original re- 
port, 107, I. C. C. 399, and the award of reparation on shipments 
of sewer pipe and wall coping, in carloads, which moved sub- 
sequent to May 25, 1922, from Brazil and Mecca, Ind., to des- 
tinations in Illinois and specified destinations in Wisconsin and 
Minnesota. Reparation was denied in the original report. In 
that case, the Commission said the case was closely related to 
Indiana-Twin Cities case, 88 I. C. C. 709, and the Indiana-Mis- 
souri River case, 88 I. C. C. 729, and, in itself, in the nature 
of a prayer for a more or less general readjustment of rates 
which had been in effect for a long period of years. No order 
was issued, but the defendants, the Commission said, would be 
expected to establish rates in conformity with its findings within 
90 days from the issuance of the decision., 

Complainants called attention to the fact that their com- 
plaint was filed May 25, 1922, and the rates to Duluth and St. 
Paul were readjusted June 1, 1925, but no relief was obtained 
prior to May 29, 1926, to a substantial part of the territory. 
They asked for reparation to a considerable part of the ter- 
ritory, contending that there were noticeable differences be- 
tween the situation under consideration and the situation 7 
the cases in which the Commission had denied reparation on 
the ground that a general adjustment of rates was involved. In 
conclusion, Howell said: 


The Commission should modify its findings and should find that 
from and after May 25, 1922, the rates on sewer pipe and wall coping, 
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in carloads, from Brazil and Mecca were unreasonable and unduly 
prejudicial to Illinois Classification territory to the extent that they 
exceeded the contemporaneously applicable class-E rates for like 
distances from St. Louis to the same territory, and to destinations 
in Minnesota and Wisconsin, other than those in Illinois Classification 
territory and those which prior to May 29, 1926, took the St. Paul 
or Duluth rates, to the extent that they exceeded the contemporane- 
ously applicable class-E rates from St. Louis to the same points. 
It should further find that complainants made shipments as described 
and paid and bore the charges thereon; that they have been damaged 
in the amount of the difference between the charges paid and those 
which would have accrued at the rates herein found reasonable and 
non-prejudicial; and that they are entitled to reparation, with in- 
terest. Complainant should comply with Ruie V of the Rules of Prac- 
tice. In case statements cannot be prepared because of disagreement 
as to the proper rates under the findings, the matter should be 
brought to the Commission’s attention with a view to the entry of 
a proper order. 


POLE AND PILING RATES : 


Attorney-Examiner George M. Curtis, in No. 18979, Cascade 
Timber Co. vs. Atchison, Topeka & Santa Fe et al., said the 
Commission should find unreasonable, the rates on single car- 
loads of cedar poles, and wooden piling, from Tacoma, Wash., 
to points in California, Nevada, and Arizona, and in New Mex- 
ico west of El Paso, Tex., and Belen, N. M., and award repara- 
tion. The rates were alleged to be unjust and unreasonable, and 
unduly prejudicial. Curtis said the complainant sought to have 
the rates on poles, and wooden piling, in single, as distinguished 
from multiple carloads, now taking rates somewhat higher than 
those on lumber, reduced to the basis of the contemporaneous 
fir lumber rates. Curtis said the Commission should find that 
the rates assailed were, are and for the future would be un- 
reasonable to the extent they exceeded, exceed or might exceed 
the rates on fir lumber, from and to the same points. He said 
reparation should be awarded on shipments made since October 
21, 1924. 


DEMURRAGE ON ASPHALT 


Examiner C. E. Simmons, in No. 19329, Western Asphalt 
Paving Corporation vs. Chicago & North Western, has recom- 
mended that the Commission find inapplicable the demurrage 
charges on carloads of asphalt, held at Beresford, S. D., in Octo- 
ber and November, 1922, because of lack of written notice, as 
provided in the tariff. Cars that could not be accommodated on 
a temporary track’ were put on the railroad company’s storage 
track and demurrage assessed on the cars. The complainant 
advanced a number of reasons why demurrage did not accrue 
in addition to the one about lack of notice but the examiner 
turned the case on the fact that written notice was not given 
of the constructive placement of the cars as' required by the 
rule in the demurrage code. The carrier showed that the rep- 
resentative of the complainant and its own employes were in 
daily conference about the cars and that none was moved ex- 
cept on verbal directions from the representative of the com- 
plainant. The examiner said that the rules did not authorize 
any form of notice other than written and there could be no 
waiver of written notice in so far as constructive placement 
was concerned. Mere knowledge of the arrival and presence of 
the car, said he, was not sufficient to constitute notice of con- 
structive placement. Actual placement of cars upon the com- 
plainant’s siding, said Simmons, constituted notice and that de- 
murrage charges assessed on them after actual placement were 
applicable. The examiner rested his proposed finding on Camp- 
bell Construction Company vs. L. C. & S. E., 95 I. C. C. 603. He 
said no reason appeared why a different finding should be made. 
He said reparation should be awarded. 


HOUSEHOLD GOODS RATES 


Examiner R.'J. Olentine has recommended the dismissal of 
No. 17277, John M. Desch vs. Northern Pacific et al., on rehear- 
ing, on an affirmation of the finding in the former report, 115 
I. C. C. 401, that the rates charged on one less-than-carload ship- 
ment of household goods and trailer, from Bozeman, Mont., to 
Alameda, Calif., were not unreasonable. The rehearing was on 
the question whether the rate was subject to Rule 77 of Tariff 


Circular 18-A. The examiner said it had no application here. 


CHARGES ON ICE IN BUNKERS 


Examiner S. A. Aplin has recommended the dismissal of 
No. 19292, Peninsula Produce Exchange vs. Pennsylvania et 
al., on a finding that the charges assessed by the defendant rail 
carriers for the hauling of ice in bunkers to the point of loading 
Strawberries shipped in carloads in express refrigerator cars 
from points in the Delaware-Maryland-Virginia peninsula to 
destinations in Pennsylvania, Ohio, Michigan, West Virginia, 
Vermont, New York, New Jersey, Massachusetts, Rhode Island, 
New Hampshire, Connecticut, Maine, Ontario and Quebec, in 
the statutory period preceding the filing of the complaint, which 
Was on February 2, 1927, were properly collected and not unrea- 
sonable. The report covers a sub-number, Same vs. Same. The 
first complaint alleged the charges were collected without tariff 
authority and were therefore inapplicable. The sub-number 
also alleged the charges were unreasonable. The examiner said 
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the question raised was treated in Allen & Co. vs. B. C. & A,, 
122 I. C. C. 351, and that there was nothing in the present record 
to warrant a finding different from that reached in that case. 


IRON AND STEEL RATES 


Examiner Bronson Jewell, in No. 17212, Parkersburg Rig 
& Reel Company vs. Atchison, Topeka & Santa Fe et al., and 
No. 18697, Same vs. Same, has reconmmended that the Com- 
mission find unreasonable and unduly prejudicial the rates on 
iron and steel articles, carloads, shipped from points in defined 
and Atlantic seaboard territories, fabricated in transit at Park- 
ersburg, W. Va., and reshipped to destinations in Kansas, Ar- 
kansas, Louisiana, Oklahoma and Texas to the extent they ex- 
ceed rates prescribed from and to the same points in Consoli- 
dated Southwestern Cases, 123 I. C. C. 208. Jewell said that in 
that case the Commission had prescribed a comprehensive sys- 
tem of rates to correct the existing chaotic condition and to 
remove the many prejudices and discriminations. He said the 
adjustment proposed by the complainant, in this case, would 
produce too low a basis of rates for general application through- 
out the southwest and was open to other criticism, some of 
which he pointed out. 

The examiner said reparation should be denied on the the- 
ory which is used in denying reparation in general revision 
cases. These cases, however, were not joined with the Con- 
solidated cases. He said that a policy of awarding reparation 
on all rates, reduced as a consequence of a general readjust- 
ment, might result in the collection of such large amounts as to 
impair seriously the ability of the carriers to provide adequate 
service and accordingly prevent a revision to a basis which 
would otherwise be justifiable. Jewell said that readjustment 
would probably lower rates for the future between many of the 
points covered by the complaints under consideration. With- 
out a comprehensive check of the present and prescribed rates, 
he said, it was impossible to determine what would be the ex- 
act situation, but that there would undoubtedly be increases in 
the rates to some destinations. 


HAGERSTOWN GRAIN TRANSIT 


Examiner Paul O. Carter, in No. 18598, D. A. Stickell & Sons, 
Inc., vs. Western Maryland et al., has proposed that the Com- 
mission find unreasonable the refusal of the defendants to 
establish joint rates on grain, grain products, grain by-products 
and other transit commodities, from the west, southwest, Mis- 
sissippi Valley and Central territories via Hagerstown, Md., 
over through routes described by him, with milling and mixing 
in transit at Hagerstown. The mill of the complainant is on 
the Western Maryland. Joint rates, with transit privilege at- 
tached, was asked over eight routes described by the complain- 
ant. The examiner said that such rates should be established 
over routes 4, 5, 6, and 8. He said the Commission should find 
the refusal to establish such rates and privileges over the other 
routes not unreasonable. Route 8, recommended by the exam- 
iner, he said, appeared to be reasonable as to such portions 
which contemplated the outbound movement from Hagerstown 
over the Western Maryland to the destination territory described 
in routes 4, 5, and 6. 

Other routes, the examiner said, short-hauled the B. & O. 
and the Pennsylvania, or were unduly circuitous. He said no 
specific objection was raised to the establishment of routes 4, 
5, and 6, although the Western Maryland, the defendant primarily 
concerned in them, was represented at the hearing. 





WRITING TABLET RATE 


Examiner Lewis L. Prout has recommended the dismissal 
of No. 19358, Northwest Tablet Co. vs. Northern Pacific, with 
a requirement that an overcharge be refunded. He said the 
Commission should find not unreasanable or otherwise unlaw- 
ful the applicable rate charged on a carload of writing tablets, 
shipped from Minnesota Transfer, Minn., to Fargo, N. D. He 
said the applicable rate, in June, 1926, when the shipment was 
made, was 29.5 cents. A rate of 44 cents was imposed. 


FREIGHT WAGON RATING 


Attorney-Examiner George M. Curtis, in No. 19398, Traffic 
Bureau-Chamber of Commerce, Lynchburg, Va., vs. Norfolk & 
Western et al., says the Commission should find unreasonable 
and inapplicable the charges collected on a knocked-down freight 
wagon, shipped from Lynchburg, Va., to West Point, Miss., in 
1926, and award reparation. The question, the examiner said, 
was one of tariff interpretation, to determine whether the ve- 
hicle in this instance was in a knocked-down condition. It was 
not completely taken apart, but, according to the examiner, the 
amount of space used was reduced to a minimum. After the 
wagon was delivered the carriers tried to collect enough addi- 
tional to bring the total charges up to $72, on the theory that 
they should have applied the first class rate to a weight of 
4,000 pounds, the wagon weighing less than one-fourth that. The 
complainant contended that the first class rate of $1.80 on the 
actual weight was applicable. The examiner said any charge 
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in excess of one and a fourth times first class would be plainly 
unreasonable. He said the classification should be amended 
to rate, at one and a fourth times first class, horse-drawn freight, 
or dray wagons, without springs, L. C. L., knocked down, but 
with rear gear not exceeding 30 inches in height attached to 
the platform, and award reparation to that basis. 


CRUDE PETROLEUM RATES 


Examiner Horace W. Johnson has proposed the dismissal of 
No. 19092, Stoll Oil Refining Co. vs. Louisville & Nashville et al., 
on a finding that the rates on crude petroleum, carloads, from 
Glasgow, Ky., refined at Louisville, Ky., and the refined prod- 
ucts shipped to various interstate destinations, are not unduly 
prejudicial, as alleged. The case grew out of the fact that the 
Wabash and Nickel Plate, which do not serve Glasgow, grant 
transit on crude at Toledo, O., while the Louisville & Nashville 
declines to permit transit on crude petroleum at any point on 
its lines. No line at Louisville allows transit at Louisville on 
crude petroleum. 

By reason of the transit at Toledo, according to a table in 
the report, the Toledo refiner can ship products to Detroit, 
Mich., and Cleveland, O., produced from crude from Kentucky, 
at a total transportation cost of 37.5 cents while the cost to the 
Louisville refiner is 44 cents. The Toledo refiner can ship to 
Erie, Pa., and Buffalo, N. Y., at a cost of 38.5 cents while the 
Louisville refiner must stand a cost of 46.5 cents. 

Complainant, the examiner said, did not insist upon transit 
at its refinery. It asked, however, said he, that it be put upon 
the same basis as the Toledo competitor, either by the estab- 
lishment of transit at Louisville or withdrawal of it at Toledo. 
The examiner said the complaint would be satisfied if the tran- 
sit arrangement at Toledo were restricted so as not to apply on 
crude from the Kentucky fields. 

In disposing of the case the examiner said that inasmuch 
as the Louisville & Nashville did not grant transit at any re- 
finery upon its line; that that carrier did not control the service 
at Toledo; and that the carriers according transit at Toledo 
did not reach Louisville, it was clear there was no undue preju- 
dice between those points, on account of the fact that a transit 
arrangement was in effect at one point and not at the other. In 
support of that he cited Central R. R. Co. vs. United States, 257 
U. S. 247. 


EVAPORATED MILK RATES 


Examiner R. N. Trezise has recommended dismissal of the 
complaint in No. 17490, Fred C. Mansfield Co. vs. Chicago & 
North Western et al., on a proposed finding that rates charged 
on carload shipments of evaporated milk, in cans, from Johnson 
Creek, Wis., to various destinations in eastern trunk line and 
New England territories were not unreasonable, unduly preju- 
dicial or in violation of section 6 of the act. He said a fourth 


section departure had been removed. He said a commodity 


rate of 63 cents, minimum 36,000 pounds, was charged on ship- 
ments from Johnson Creek to New York, N. Y., which destina- 


tion was typical of those under discussion. Reparation was 


asked. 


RATES ON WOODEN STAVES 


In a proposed report in No. 18499, Blaz Ruzic vs. Bonhomie 
& Hattiesburg Southern et al., Examiner A. J. Sullivan has 
recommended that the Commission find that rates on four car- 
loads of wooden staves from Beauregard and Carlisle, Miss., 
to Mobile, Ala., for export, have been, are and for the future 
will be unreasonable to the extent they exceeded, exceed or may 
exceed 18.5 cents, and award reparation. Rates of 20 and 22.5 
cents were charged from Beauregard and Carlisle, respectively. 
At the request of complainant, according to the report, a rate 
of 18.5 cents was established from both points, effective January 
10, 1926. Complainant sought a rate of 14 cents for the future 
and reparation to that basis. The examiner said the rate of 20 
cents collected on the shipments from Beauregard to Mobile 
exceeded the combination rate of 17.5 cents so that there was 
an overcharge that should be promptly refunded. He held that 
New Orleans and Gulfport were not preferred as alleged. 


RATE ON STEEL TURNINGS 


Dismissal of the complaint in No. 19102, Roodin & Co. vs. 
Pere Marquette et al., has been recommended by Examiner 
Lewis L. Prout on a proposed finding that the applicable rate 
on a carload of steel turnings from Allegan, Mich., to Cleveland, 
O., reconsigned en route to Weirton, W. Va., was not unreason- 
able or otherwise unlawful. The examiner said charges should 
be adjusted to the basis of $180.13. He said steel turnings and 
scrap iron were rated sixth class in official territory. Repara- 
tion and commodity rates were sought to the basis of 80 per 
cent of the sixth class rates. The examiner said commodity 
rates should not be prescribed on this record from Allegan, 
Muskegon and Holland, Mich., to certain destinations in Ohio, 
Pennsylvania and West Virginia, as requested by complainant. 
The examiner also found that it was not clear that the defend- 
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ants were negligent in forwarding or acting upon reconsignment 
instructions as alleged. 


SAND COMPLAINT DISMISSED 


Examiner Paul A. Colvin has recommended dismissal of the 
complaint in No. 19188, L. W. Rexroad & Co. vs. Santa Fe et al., 
on a proposed finding that the rate charged on sand from Keiths- 
ley Spur, Neb., to Minneapolis, Kan., was applicable. The issue 
was as to whether the rate charged should have been subjected 
to the rules for the construction of combination rates, com- 
plainant contending for application of the principle enunciated 
in Sligo Iron Store Co. vs. W. M. 62 I. C. C. 643 and 73 I. C. C. 
551. The examiner held against complainant because the first 
factor of the rate assailed was a switching charge and not within 
the term “rate factor,’ and therefore not subject to treatment 
under the Kelley rule. ; 


RATES ON FUEL OIL 


An award of reparation has been recommended by Exam- 
iner Kenneth J. McAuliffe in No. 19100, Imperial Oil Marketing 
Co. vs. San Antonio & Aransas Pass et al., on a finding that 
rates on fuel oil in tank-car loads from San Antonio, Tex., to 
Chicago, Melrose Park and Westmont, Ill., were unreasonable to 
the extent that they exceeded 41.5 cents. Freight charges were 
originally paid at a rate of 42 cents, apparently without tariff 
authority, but undercharges were subsequently collected to the 
basis of applicable rates of 46.5 cents on shipments to Chicago 
and Melrose Park, and 47.5 cents to Westmont. A rate of 41.5 
cents was established subsequent to the movement of the ship- 
ments. 


RATE ON NITRATE OF SODA 


Dismissal of the complaint in No. 19094, Peerless Explosives 
Co. vs. Central of New Jersey has been recommended by Ex- 
aminer E. H. Kerwin on a proposed finding that a rate of 21 
cents on nitrate of soda from New York Harbor, N. Y., to White 
Haven, Pa., was not and is not unreasonable or otherwise un- 
lawful. Complainant alleged competitors at Reynolds, Haucks 
oy ao Pa., were preferred, the rate to those points being 

cents. 


COMMISSION ORDERS 


The effective date of the order of June 6, 1927, entered in 
No. 15228, Board of Railroad Commissioners of the State of 
Iowa vs. Alton & Southern et al., has been postponed from Sep- 
tember 26, 1927, to October 6, 1927. 

The Myles Salt Co., Ltd., has been permitted to intervene 
in No. 19796, Boswell-Haynes Co. et al. vs. Santa Fe et al., and 
in No. 19800, Hale-Halsell Co. vs. Santa Fe et al. 

The Louisville Compress Co., Louisville, Miss., and Houston 
Compress Co., Houston, Miss., have been permitted to intervene 
in No. 19151, New Oreans Joint Traffic Bureau et al. vs. Gulf, 
Mobile & Northern et al. 

The petition of defendant, the Pennsylvania Railroad, in 


' No. 17916, Curtiss Aeroplane & Motor Co., Inc., vs. Pennsylvania 


et al., in so far as it requests postponement of the effective date 
of the order, has been denied. 

The effective date of the order entered in No. 16542 (and 
Sub. Nos. 1 to 7 inclusive), California Dressed Beef Co. et al 
vs. Santa Fe et al., on June 24, 1927, has been postponed to 
November 26, 1927. 

The defendants’ petition in No. 18009, Virginia Pig Iron 
Assn. vs. Chesapeake & Ohio et al., for postponement of the 
effective date of the order entered herein on June 28, 1927, has 
been denied. 

The order entered in No. 15037, Southwestern Millers’ 
League et al. vs. Santa Fe et al., on April 9, 1927, which was by 
its terms made effective on July 15, 1927, and which was subse- 
quently modified to become effective on September 15, 1927, has 
ng aaa modified so as to become effective on November 

The order entered in No. 16938, E. I. Du Pont De Nemours 
& Co. vs. Baltimore & Ohio et al., on June 28, 1927, which was 
by its terms made effective on September 10, 1927, has been 
— modified so that it will become effective on October 10, 

The order heretofore entered in No. 15515, Mobile Chamber 
of Commerce and Business League vs. Alabama & Vicksburg et 
al., No. 15287, Traffic Bureau of Nashville vs. Louisville & Nash- 
ville et al., and No. 17003, Florence Chamber of Commerce vs. 
Alabama Great Southern et al., on June 28, 1927, has been 
amended by inserting the word “canned” before the word “fruits” 
in the second and third paragraphs thereof; the effective date 
of said order has been postponed to December 27, 1927, on thirty 
days’ notice. 

The Western Union Telegraph Co. has been permitted to 
intervene in Valuation No. 1039, Macon, Dublin & Savannah. 

The Fall River Chamber of Commerce has been permitted 
to intervene in No. 19788, New Bedford Board of Commerce vs. 
Atlanta & West Point et al. 
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The Texas & New Orleans has been permitted to intervene 
in finance No. 6400, in the matter of the application of the 
Northside Belt Railway Company for a certificate of public con- 
venience and necessity authorizing the operation by it in inter- 
state commerce of its line of railroad in Harris County, Tex. 

The Texas Mexican and Texas & New Orleans have been 
permitted to intervene in finance No. 6440, in the matter of the 
application of San Antonio, Uvalde & Gulf for authority to 
operate the port terminal railroad facilities of Nueces County 
Navigation District No. 1, in the state of Texas, serving the 
Port of Corpus Christi. 

The Okmulgee Chamber of Commerce has been permitted 
to intervene in finance No. 6427, in the matter of the application 
of the Tulsa, Wewoka & Southern for a certificate of public 
convenience and necessity authorizing it to construct a line of 
railroad from Tulsa, Okla., to Ardmore, Okla. 

The petition of Agent F. L. Speiden for modification of 
Fourth Section Order No. 9446, building material from Memphis, 
Tenn., from beyond, has been denied. 

The petition of defendants in No. 16997, Boren-Stewart Co. 
vs. Gulf, Colorado & Santa Fe et al., for postponement of effec- 
tive date of order entered herein on June 14, 1927, has been 
denied. 

The Commission has reopened for further hearing No. 16502, 
Board of Railroad Commissioners of State of South Dakota vs. 
Chicago & North Western et al., at such time and place as the 
Commission may hereafter direct. 

The effective date of the order entered in No. 15151, Okla- 
homa Portland Cement Co. et al. vs. Denver & Rio Grande 
et al., No. 15427, Iola Cement Mills Traffic Assn. et al. vs. Abilene 
& Southern et al., No. 15923, Oklahoma Portland Cement Co. 
vs. Abilene & Southern et al., and No. 16836, Oklahoma Portland 
Cement Co. vs. Rock Island et al., on May 19, 1927, is postponed 
from September 12, 1927, to November 11, 1927; and the first 
ordering paragraph of said order is amended to read as follows: 


It is ordered, That the above-named defendants according as they 
participate in the transportation, be, and they are hereby, notified 
and required to cease and desist, on or before November 11, 1927, and 
thereafter to abstain, from publishing, demanding or collecting for 
the transportation of cement, in carloads, from Ada, Okla., points 
in the Kansas gas belt (Chanute, Fredonia, Mildred, Humboldt, In- 
dependence and Iola, Kans., and Dewey, Okla.), to destinations in 
Texas in what is hereinafter termed scale III territory in Texas, 
namely, on and east of the line formed by the Chicago, Rock Island 
and Gulf Railway from the Texas State line south of Terral, Okla., 
through Bowie to Fort Worth, thence the Gulf, Colorado and Santa 
Fe Railway through Morgan to Temple, thence the Missouri-Kansas- 
Texas Railroad of Texas in connection with the International-Great 
Northern Railroad through Georgetown, San Marcos, and New Braun- 
fels to San Antonio, and thence the San Antonio & Aransas Pass 
Railway through Gregory to Corpus Christi, and to destinations in 
Texas in what is hereinafter termed scale IV territory in Texas, 
namely, west of the line above described, except points on defendants’ 
lines west of Del Rio, San Angelo, and Big Spring, rates, or rela- 
tionships of rates, which do not conform to the requirements of suc- 
ceeding paragraphs hereof. 


The Pearl River Valley Lumber Co., the Apollonia Lumber 
Co. and Marietta Lumber Co. have been permitted to intervene 
in finance No. 6404, in the matter of the application of the north 
division of the Gulf & Ship Island for a certificate of public 
convenience and necessity authorizing it to construct a new 
line of railroad in the state of Mississippi. 

The Charleston Traffic Bureau has been permitted to inter- 
vene in No. 19688, Fruit Dispatch Co. et al. vs. Aberdeen & 
Rockfish et al. 

The Wisconsin Paper & Pulp Manufacturers’ Traffic Assn., 
West Virginia Pulp & Paper Co., and New England Paper & 
Pulp Traffic Assn. have been permitted to intervene in No. 19703, 
the St. Regis Paper Co. vs. Ann Arbor et al. 

The Oswego Falls Corp. has been permitted to intervene 
in No. 19694, the St. Regis Paper Co. vs. Santa Fe et al. 

The Missouri Portland Cement Co. has been permitted to 
intervene in No. 19813, the Colorado Portland Cement Co. vs. 
Ahnapee & Western et al. 


PETITIONS FOR REHEARING, ETC. 


The complainant in No. 17282, Blacker Elevator Co. et al. 
vs. Union Pacific et al., has filed its second petition, therein 
asking for rehearing and reargument for the reason that the 
Commission erroneously held the complaint barred by statute. 

The complainant in No. 18706, Illinois Steel Bridge Co. vs. 
Santa Fe et al., has asked the Commission for reargument 
therein for the reason that important evidence offered by it 
was disregarded. 

The defendants in No. 17784, Hylonite Products Co. vs. 
Santa Fe et al., have filed petition for reconsideration by and 
reargument before the entire Commission. 

The complainant in No. 15228, the Board of Railroad Com- 
missioners of the State of Iowa vs. Alton & Southern et al., has 
filed petition for modification of decision and order affecting 
rates to Cedar Rapids, Ia. 

The defendants in No. 15228, the Board of Railroad Com- 
missioners of the State of Iowa vs. Alton & Southern et al., 
have filed supplemental petition for rehearing and jor reargu- 
ment and for postponement of the effective date of the order. 
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The respondents, Santa Fe, Rock Island and Missouri Pa- 
cific, in I. and S. 2813, grain and grain products from Colorado, 
Kansas and Nebraska to Gulf ports for exports, have filed peti- 
tion for reargument before entire Commission and for vacation 
or postponement of order therein. 

The complainant in No. 16124, Acme Brick Co. vs. Alabama 
& Vicksburg et al., has asked the Commission for rehearing, 
reargument and reconsideration. 

The Central Alloy Steel Corparation has asked the Com- 
mission to reopen No. 17804, Standard Nut & Bolt Co. vs. New 
Haven et al., No. 18024, Pawtucket Manufacturing Co. vs. New 
Haven et al., and No. 18024, Sub. No. 1, William H. Haskel 
Manufacturing Co. vs. New Haven et al., for further hearing 
and argument therein, and for leave to intervene in and become 
a party to said proceedings. 

The complainants in No. 16200, Oklahoma City Chamber 
of Commerce et al. vs. Alexander Drug Co. et al., have asked 
the Commission for reconsideration of its mimeographed order, 
dated May 21, 1927, or, in lieu thereof, to grant a rehearing 
therein. 

The defendants in No. 18505, West Florida Lumber Co. vs. 
Georgia, Florida, & Alabama et al., have asked the Commission 
for reopening and reargument. 

The defendants in No. 18100 (and Sub. Nos. 1 and 2), E. W. 
Jackson vs. Michigan Central et al., have asked the Commission 
for reargument on the present record and postponement of 
effective date of its order of July 1, 1927. 

The Southwestern Lines, defendants in No. 15026, Okla- 
homa Millers’ League vs. Alabama & Mississippi et al., have 
petitioned the Commission for indefinite postponement of order 
herein and reopening of proceedings. 

The protestants in I. & S. 2856, routing on cotton from 
Mississippi Central railroad points to Carolina points and from 
Southern Railway points in West Alabama to south Atlantic 
ports, have filed a petition for reconsideration by the Commis- 
sion. 

The Washburn Wire Co. has asked the Commission to re- 
open No. 17804, Standard Nut & Bolt Co. vs. New Haven et al., 
No. 18024, Pawtucket Mfg. Co. vs. New Haven et al., and No. 
18024, Sub. No. 1, William H. Haskell Mfg. Co. vs. New Haven, 
et al., for further hearing and argument therein, and for leave 
to intervene in and become a party to said proceedings. 


LAKE CARGO COAL RATES 


The Trafic World Washington Bureau 


The Commission, by division 2, in I. and S. No. 2967, has 
suspended, for seven months from August 28, tariffs of railroads 
serving the southern mines, proposing a 20-cent redutcion in 
rates on lake cargo coal. Suspension was announced on the 
afternoon of August 16. Issuance of the order caused surprise 
among some attorneys interested in the case because it came rel- 
atively early. Seemingly they interpreted the Commission’s rule, 
that it would not consider requests for suspension of tariffs unless 
such requests were received at least ten days before the effec- 
tive date of the tariffs, as meaning that it would not act on 
requests for suspension more than ten days before the effec- 
tive dates of the tariffs. Preparation of views on what the 
Commission should do with the tariffs was not completed by 
some until after the Commission had voted to suspend. 


No concession was made by the Commission in the form 
of its announcement that the tariffs had been suspended, such 
as might have been expected on account of the widespread in- 
terest in the subject. The form used was that which is used 
in announcing the suspension of the schedule carrying the 
minimum of public interest. Likewise, the order of suspension 
was in the customary form. 

Suspension of the schedules was expected, particularly in 
view of the fact that in Lake Cargo Coal Rates, 1925, 126 I. C. C. 
309, the Commission said that “under the issues now presented, 
it is unnecessary for us to consider ether the rates from the 
southern districts are lower than reasonable minimum, but we 
are of opinion that the carriers would not be justified in re- 
ducing the present rates from those districts.” In the case 
created by the suspension order, the burden will be upon the 
southern carriers to show that the rates are not so low as to 
cause burdens to be put on other traffic and will not otherwise 
be in violation of law. To a large extent, however, the general 
idea is that it will much resemble a re-trial of the case reported 
in 126 I. C. C. 309. The suspension notice follows: 


By an order entered today in Investigation and Suspension Docket 
No. 2967, the Interstate Commerce Commission suspended from Aug- 
ust 28, 1927, until March 28, 1928, the operation of certain schedules 
as published in the following tariffs: The Chesapeake and Ohio Rail- 
way Company: Supplement No. 7 to I. C. C. 10139; the Cincinnati, 
New Orleans and Texas Pacific Railway Company: Supplements Nos. 
2 and 3 to C. N. O. & T. P. Ry., I. C. C. No. 4599; Louisville & Nash- 
ville Railroad Company: Supplement No, 1 to I. C. C. No. A-15838; 
Norfolk & Western Railway Company: I. C. C. No. 3085-B. 

The suspended schedules proposed to reduce rates on lage cargo 
coal from mines in Kentucky, Tennessee, Virginia and West Vir- 
ginia to Lake Erie ports. The following is illustrative: Lake cargo 
coal, in carloads, rates in cents per net ton, to Toledo, Ohio, from 
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VEN in this era of telephones, the house- 

wife going a-marketing is a familiar sight. 

Now as in bygone days she takes her 

basket on her arm, raises her parasol and trips 

blithely to butcher and grocer—determined to get 

the freshest goods for her table or know the 
reason why. 


One of the main reasons why the Eastern house- 
wife is assured of always obtaining the choicest 
fruits, vegetables and meats is “Uncle Sam.” 
Every day this big Pennsylvania freight brings 
the “perishables’ of the West and Southwest 
through St. Louis to Eastern Markets. 


While the good housewives of the seaboard 
sleep peacefully, “Uncle Sam” comes roaring 
down the steel rails, bent on bringing in his load on 
time. Through the lowlands, over mountains and 
rivers, past hamlets and cities rolls this Penn- 
sylvania flyer pulled by locomotives of the modern 
type—the kind equipped to keep an important 
freight train always right on schedule. 


Any Ice Today? 


“Uncle Sam” doesn’t take any chances with hot 
weather. So when the big rattler pulls out every 


bunker is filled to the brim with North Pole soil. 4! 
lest these cool preserving chunks begin to get low “Unt 
Sam” pulls into the icing station at Columbus, Ohio. 


Here he doesn’t stop to talk to the iceman’s daughtt 


There’s no waiting—no delay at all. Up go the hatch 


and the yawning bunkers.are again filled—quickly 4! 
efficiently at the rate of one car per minute. And 
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oil. Ai™tington, Pennsylvania, more shots of refrigerator 
ww “Und insure the preservation of his precious cargo until it 


Ohio. fFhes the Eastern Markets. 


daught@fularly and dependably “Uncle Sam” leaves St. Louis 

e hatchtime—and just as regularly he reaches the Eastern 

jickly amitkets. Consistency of on schedule arrival is one of 
And # freight train’s most distinguishing characteristics. 


“Unc Le Sam” is one of the great fleet of 
60 named Pennsylvania freight trains that 
have set remarkable records for regularity 
and dependability. 


Of course, “Uncle Sam” needs a lot of cooper- 
ation in his headlong dash to the sea. And this 
is just what he gets from an efficient train crew 
and from thousands of men all along the line 


whose business it is to see that he holds to his 
schedule. 


Here are some other named Pennsylvania 
freight trains whose regular on schedule ar- 
rivals have earned them distinctive names: 


“THE BISON” “THE PEERLESS” 
Live Stock—Perishable Merchandise 


Buffalo to Seaboard Cities Pittsburgh to Chicago 


“THE MERCURY” 
Merchandise 
Chicago to Seaboard Cities 


“THE DERBY” 
Perishable Merchandise “THE EXCELSIOR” 
Chicago to Indianapolis Merchandise 


Buffalo to Chicago 
“THE ECLIPSE” 


Merchandise “THE ARROW” 
E. St. Louis to Seaboard Pociihiitle-<Dtipadiaadlins 


Cities Seaboard Cities to Detroit 


“THE BULLET” 
Perishable Freight “LIGHTFOOT” 
Indianapolis to Seaboard Perishable Freight 
Cities Columbus to Chicago 


“THE BLUE GOOSE” 
Perishable—Merchandise 
Seaboard Cities to Buffalo 


t Carries more passengers, hauls 
A A i R () A more freight, than any other 
railroad in America + + + + 
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Kanawha district, present 191, proposed 171; Pocahontas district, 
present 206, proposed 186; Radford district, present 241, proposed 221. 


The Eastern Ohio Coal Operators’ Association, the Sunday 
Creek Coal Co., and various southern Ohio coal operators were 
among those who filed their views, in favor of the suspension 
of the tariffs only a short time before the suspension was an- 
nounced. The Lexington, Ky., Board of Commerce, the Min- 
neapolis Traffic Association and the St. Paul Association of 
Public & Business Affairs were among those opposed to sus- 
pension who filed their suggestions in respect of the tariffs a 
day before the suspension. The St. Paul and Minneapolis or- 
ganizations pointed out, among other things, that in the last 
few years there had been big increases in the all-rail rates on 
bituminous lump coal to the Twin Cities from Duluth, Minn.. 
and Superior, Wis., and from the Illinois districts. A table in 
their petition for non-suspension showed that from northern 
Illinois there had been an increase of 107 per cent, from Du- 
luth, 102.2 per cent, and from other Illinois districts increases 
ranging from 78.6 to 91.6 per cent. They asserted that the 
reduction proposed by the southern lines would bring about the 
first reduction in the prices of coal in the northwest, since 
1922. They asserted that that reduction in freight rates would 
be directly reflected in the lower prices of coal because, they 
said, coal was sold, at the southern mines at a fixed price at 
the mine and that that fixed price was not controlled by the 
tonnage moving to the lake ports. 

The Lexington organization which mentioned the adverse 
affect on the Kentucky mining industry attributed to Coal to 
Cincinnati, 123 I. C. C., and Indiana-Illinois Coal Cases, 128 
I. C. C. 265, said it was difficult to visualize how a serious eco- 
nomic situation in Kentucky could be averted. 

Requests for the suspension of the 20-cent reduction tariffs 
and interventions in behalf of the proposed adjustment of rates 
continued to be received at the office of the Commission up to 
and some time after the Commission had suspended the tariffs. 
The citizens of Bluefield, W. Va., showed an unusual amount 
of interest. They sent many telegraph messages asking the 
Commission to permit the tariffs to become operative without 
suspension. Receivers of coal in Minnesota and the Dakotas 
also showed interest. 

Among the requests that the tariffs be not suspended was 
a telegram from George C. Peery, member of the House of Rep- 
resentatives from the ninth Virginia district. His telegram, 
dated Tazewell, Va., was received in the stream from Bluefield, 
W. Va. 

Requests for suspension, in addition to those listed on other 
days were received about the time of suspension, from the Ohio 
Collieries Co., Tropic Mining Co., and the Pittsburgh Terminal 
Coal Corporation. 

The Bluefield interveners in behalf of the proposed adjust- 
ment and in opposition to suspension were: Mercer County 
Clearing Association of Banks; Bluefield Supply Co.; Chicago 
House Furnishing Co.; Bluefield Furniture Co.; Bluefield Prod- 
duce & Provision Co.; Thornton Laird Co.; Georgia Lumber Co.; 
Bailey Lumber Co.; Bluefield Hotel Co.; Morton Motor Co.; 
Bluefield Hardware Co.; Bluefield Business Men’s Club; First 
National Bank; Flattop Grocery Co.; National Armature & Elec- 
tric Works; Bluefield Milling Co.; Cole Baking Co.; West Vir- 
ginia Armature Co.; Rotary Club; Superior Supply Co.; City 
of Bluefield Board of Directors, by A. J. Stewart, mayor; Twin 
City Bank; Bank of Graham; Bluefield National Bank; Com- 
mercial Bank of Bluefield; Flattop National Bank of Bluefield; 
Appalachian Electric Power Co.; and Chamber of Commerce of 
Bluefield. 

Others who asked that the tariffs be not suspended were: 
Inland Steel Co., Chicago; Van Dusen Harrington Co. and Lam- 
pert Bros. Co., of Minneapolis; North American Creamery Co., 
Alexandria, Minn.; Fargo Seed House and Chesley Lumber & 
Coal Co., Fargo, N. D.; Dower Lumber Co., Wadena, Minn.; 
Minnesota Farm Bureau Federation, Hamar, N. D.; Cooperative 
Elevator Co.; Equity Elevator Co., Tappan, N. D.; L. W. Lar- 
sen, Crookston, Minn.; Cavalier, N. D., Commercial Club; 
Arlington, S. D., Farmers’ Elevator Co.; Winthrop, Minn., Farm- 
ers’ Elevator Co.; and Bank of Bramwell, W. Va. 

An answer to the petition of the Pittsburgh Operators’ 
Lake Rate Committee, for suspension of the reduced rates on 
lake cargo coal from the southern mines, was filed jointly by 
the Chesapeake & Ohio, the Norfolk & Western and the Louis- 
ville & Nashville (see Traffic World, August 13). They said 
they denied that the proposed rates were unreasonably low 
either per se or relatively in the sense of being less than mini- 
mum reasonable rates. They further said that there was no 
such thing, as a matter of law, as a rate that was unreasonably 
low or unreasonably high “relatively” under section 1 of the 
act (all such rates being prohibited by section 3 only) unless 
the rate was unreasonably low or unreasonably high in and of 
itself, in violation of seciton 1. 


The respondents denied that the proposed rates were un- 
duly preferential of the districts from which they were published 
to apply and unduly prejudicial to protestants and the traffic 
of the protestants in lake cargo coal from the Pittsburgh dis- 
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trict of Pennsylvania, or unduly prejudicial to the Ohio No. 8 
or Cambridge districts. They further said they respectfully 
submitted that the proposed rates would not result in undue 
prejudice within the meaning and the scope of the law of sec- 
tion 3, on the part of the respondents or their principal con- 
nections, for the reason that neither they nor the Virginian, the 
Big Four, or the Hocking Valley served the Pittsburgh or Ohio 
districts. They said the New York Central was not guilty of 
undue prejudice because all it did was to rent facilities at San- 
dusky, O., to the Big Four. For that reason it was not necessary 
to show it as a participating carrier, in the rates to Sandusky 
and Toledo. 

In support of the major proposition, that there was no un- 
due prejudice in the proposed rates, they said they relied on 
Ashland Fire Brick Co. vs. Southern Railway, 22 I. C. C. 115, 
and numerous decisions of like tenor, but in particular upon 
two decisions involving the very same rates, namely, Lake Cargo 
Coal Rates, 1925, 101 I. C. C. 518, and Same, 126 I. C. C. 309. 

The respondents denied that their proposed rates were filed 
in violation of any opinion or conclusion of the Commission. 
After quoting the whole sentence, in th elast lake cargo coal 
rate decision, in part of which the Commission said that it 
was of the opinion “that the carriers would not be justified 
in reducing the present rates from these (southern) districts,” 
they said that that sentence merely meant, as the respondents 
understood it, that the question of the reasonableness (either 
maximum or minimum) of the lake cargo coal rates, either pres- 
ent or future, from mines on the respondents’ roads, was not 
in issue in this case. 

“Certainly the Commission did not in fact and did not in- 
tend to prejudge that question,” said the three roads in com- 
pleting the discussion on that phase of the subject. In closing 
their answer, they said: 


Respondents, in conclusion, submit that they are confronted 
with a most serious operating problem; that under their present 
lake cargo rates to Toledo and Sandusky it is unlikely that they 
will carry nearly as much coal as they have been transporting, 
or that they would transport under the proposed schedules; that 
unless they do, the mines on their lines in West Virginia, Vir- 
ginia and Kentucky will close down, especially during the sum- 
mer months when the lake cargo coal moves, with a consequent 
loss of mining efficiency and economy, and loss of competitive 
markets both in the north and the south; that the loss of such 
lake cargo coal tonnage as respondents are sure they will lose 
under the present rates will result in a most expensive dis- 
use of coal cars and other equipment and men during the summer 
months, and in a corresponding loss to the coal operators and 
miners on respondents’ railroads, whereas the proposed reduced 
rates will be of incalculable benefit to the consumers of coal in 
the northwestern states. Furthermore, the said proposed sched- 
ules are not in any respect in violation of sections 1, 2, 3, or 4 
of the interstate commerce act, and, therefore, they ought not to 
be suspended. 


The Pittsburgh Chamber of Commerce, by James Francis 
Burke, former member of Congress, and Donald O. Moore, its 
traffic secretary, asked for the suspension of the tariffs of the 
southern lines on the ground that the proposed rates were unjust 
and unreasonable in that they were unreasonably low relatively 
as compared with rates from the Pittsburgh district prescribed by 
the Commission in its last report in the lake cargo coal case, 126 
I. C. C. 309; that they were unduly preferential of the southern 
districts and unduly prejudicial to the mines in the Pittsburgh 
district, and that if permitted to become effective would restore 
the unduly low differentials over the rates from the Pittsburgh 
district and result “in the continuance of the injury to the busi- 
ness and social life of Pittsburgh and western Pennsylvania due 
to the loss of the lake cargo coal tonnage.” 


Specific allegation that the rates would be in violation of 
section 3 was also made. That point, however, was not dis- 
cussed, the request for suspension, in that respect, differing 
widely with the objection to suspension filed by the three roads 
= handle the bulk of the lake cargo coal from the southern 

elds. 

B. W. Herrman, vice-president in charge of traffic, in behalf 
of the Norfolk & Western, in answer to the Commission’s re- 
quest for an explanation of the tariff filed by that company, its 
I. C. C. No. 3085-B, made, in substance, the same statements as 
J. M. Dewberry in behalf of the Louisville & Nashville. 


“We are firmly of the opinion, after careful deliberation, 
that the reduced rates—while they are admittedly lower than 
we might lawfully charge—are not unreasonably high, unreason- 
ably low, unduly discriminatory, or otherwise in violation of any 
provision of the interstate commerce act,” said Mr. Herrman. 
“In publishing these rates we have, we believe, exercised our 
right under the law, as we understand it, to establish such rates 
as we may deem necessary and proper to protect the carriers’ 
interests, subject to the limitation that the rates shall not go 
beyond the limits of reasonableness or create undue discrimina- 
tion. These rates do not go beyond those limits.” 


Argument against the suspension of the rates proposed by 
the railroads serving the southern mines was made, in behalf 
of approximately 600 mine operators located in West Virginia, 
Kentucky, Virginia and Tennessee,: by R. E. Quirk, E. L. Gree- 
ver and J. V. Norman, for eleven associations of operators named 
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August 20, 1927 


py them. They referred to the declaration of opinion made by 
the Commission in its latest decision in the lake cargo coal case, 
126 I. C. C. 309, to the effect that the southern lines would not 
be justified in reducing their rates, as obiter dictum. They said 
the Pittsburgh producers offered no reason for the suspension 
of the tariffs filed by the southern lines other than the broad 
statement that they were in violation of law and reference to 
the Commission’s obiter declaration in the lastest report. 

“We submit,” said the attorneys for the southern operators, 
“that such statements do not justify this Commission in causing 
the widespread injury that would result from the suspension 
of the tariffs.” They asserted that the increase in the handicap 
against the southern operators, due to the reduction of 20 cents 
a ton from the Pittsburgh and Ohio mines that became oper- 
ative August 10, from 25 to 48 cents per ton to 45 to 68 cents 
per ton, would put the southern operators out of the north- 
western markets, with disastrous consequences to not only the 
operators but to the miners and the railroads serving the 
southern mines and the consumers in the northwest required to 
pay 20 cents per ton more for their fuel than if the protested 
tariffs were permitted to become effective. They asserted that 
even if the northern operators had had the rates given them 
on August 10 they could not have shipped much more coal this 
season than they had because they had “voluntarily closed” their 
mines. 

The attorneys for the southern operators asserted that their 
clients had been able to enter the northwestern markets, against 
the handicaps ranging from 25 to 48 cents per ton because of 
“certain temporary economic conditions prevailing in the north- 
ern districts.” They said that chief among those conditions 
were the high cost of production, due to an “uneconomic wage 
scale and to the failure of the northern operators properly to 
equip their mines to prepare their coal for market.” They said 
that those conditions were now in process of correction in the 
northern fields, “many of the mines having already adopted a 
lower wage scale and all of them announce they will not reopen 
their mines except on a wage scale as low or lower than that 
now in effect in the southern fields.” 


Thomas D. Schall, United States senator from Minnesota, 
in a telegram, marked for attention by Chairman Esch, asked 
that the reduced rates from the southern mines be permitted 
to go into effect without suspension. He attached the name 
of his office to his signature and the message was marked as 
having been sent at government rates, as if he were taking 
up the subject in his capacity as a senator, and not merely 
as an individual. Said he: 


On behalf of all consumers and particularly householders and 
farmers in the state of Minnesota I most earnestly request that you 
permit to become effective, without suspension, tariffs filed by the 
Chesapeake & Ohio, Norfolk & Western, and the Louisville & Nash- 
ville railways, making effective Aug. 28, reductions of 20 cents per 
ton in rates on bituminous coal from southern West Virginia, eastern 
Kentucky, Virginia and Tennessee to Lake Erie ports, for trans- 
shipment across the lakes to the consuming sections in the great 
northwest. The above named three railroads are of the most pros- 
perous in the country and the consumers of the northwest need and 
are entitled to enjoy the full benefit of this substantial reduction 
in its annual coal bill. Newspapers here state Pittsburgh and Ohio 
coal producers have asked that the tariffs be suspended and I sub- 
mit if this is done it will be contrary to the interest of the consumers 
of the northwest, who pay the rates to rich and prosperous railroads 
serving the southern producing districts, which say they can afford 
to lower the freight rates by twenty cents per ton and still maintain 
an adequately compensatory rate and our people who apparently 
prfer the southern coals should not be deprived of this great saving 
merely to provide additional freight rates advantages to the coal 
producers of Pennsylvania and Ohio. I therefore petition your 
honorable body to permit the above referred to tariffs to go into 
effect without "suspension. 


Others who asked that the rates proposed by the southern 
lines be not suspended were: F. M. Whitaker, vice-president of 
the Chesapeake & Ohio; St. Anthony & Dakota Elevator Co.; 
Farmers Elevator Association of South Dakota; International 
Harvester Co.; and Monarch Elevator Co. of Minneapolis. 


SUSPENDED TARIFFS 


In I. and S. No. 2965, the Commission has suspended from 
August 15 until March 15, schedules as published in supplement 
No. 3 to Chicago and Alton I. C. C. No. A-1879 and supplement 
No. 4 to Chicago, Rock Island and Pacific I. C. C. No. C-11623. 
The suspended schedules propose to restrict the use of the so- 
called Jones combination rule on stock cattle, from Kansas City, 
Mo., to points in Illinois, Indiana, Missouri and Wisconsin, so 
that it could be used only when each of the tariffs naming fac- 
tors at the through rate authorizes the use of the combination 
rule. (See Traffic World, August 13, p. 349.) The suspended 
schedules also propose to cancel rates on stock cattle, carloads, 
from points in Illinois, Iowa, Kansas, Minnesota and South Da- 
kota to East St. Louis, Peoria, Pekin, Ill., Sioux City, Ia., and 
Sioux Falls, S. D., on traffic destined beyond, applying in lieu 
thereof the regular market cattle rates. The following is illus- 
trative, on stock cattle, carloads: 


Rates in cents per 100 pene, bas Kansas City, Mo. to (when 
for beyond) Peoria, -— Cc. P.), present 23, proposed 30%; 
Sioux Falls, S. D. (C. RL. I. & P), ie 32%, proposed 43. 
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In I. and S. No. 2966, the Commission has suspended from 
August 16 until March 16 schedules as published in the follow- 
ing tariffs: Kansas City Southern: Supplements Nos. 2 and 3 
to I. C. C. No. 4510; Missouri Pacific: I. C. C. Nos. A-7049 and 
A-7060; and Texas & New Orleans: Supplement No. 10 to 
T. C. C. No. 4554-B. The suspended schedules propose to change 
the rate applicable on coastwise and import shipments of news- 
print paper, carloads, from Lake Charles, La. (shipside), to 
Shreveport, La., from 27 cents to 38.5 cents, which represents 
an increase of 11.5 cents per 100 pounds. 

In I. and S. No. 2963, the Commission has suspended from 
August 13 until March 13, schedules as published in Supplements 
Nos. 13 and 15 to Agent J. E. Johanson’s tariff I. C. C. No. 1902. 
The suspended schedules propose to reduce the proportional 
rates on grain from Des Moines, Iowa, to destinations in Texas. 
The following is illustrative: Rates in cents per 100 pounds 
on wheat, carloads: 


From Des Moines, Ia., 


to Dallas and Ft. Worth, Tex., 
471%, proposed 45. 


present 


In I. and S. No. 2964, the Commission has suspended from 
August 15 until March 15, schedules as published in Supplements 
Nos. 8 to joint freight tariffs Agent B. T. Jones’ I. C. C. No. 1902, 
Agent H. G. Toll’s I. C. C. No. 1184, Agent Frank Van Ummer- 
sen’s I. C. C. No. 68 and Agent H. Wilson’s I. C. C. No. A-184. 
The suspended schedules propose to increase the rates on broom 
corn brooms, ‘carloads, from Middle West origins to South Pacific 
coast territory. The following is illustrative: 


Brooms, broom corn (not including whisk brooms), in bundles. 
Carload minimum weight 20,000 pounds. Rates in cents per 100 pounds. 
From Kansas City, Mo., Wichita, Kans., and Oklahoma City, Okla., 
to Los Angeles and San Francisco, Calif., present 220, proposed 250. 


NEW ENGLAND DIVISIONS 


The Lehigh Valley has filed with the Commission a “notice 
and protest” in No. 11756, New England Divisions, against the 
Commission’s order of June 14, 1927, in respect of the divisions 
of anthracite coal rates from points on its lines to points on the 
New England lines and more particularly to points on the lines 
of the New Haven and Boston & Maine railroads. 

The Lehigh Valley said the notice and protest was filed for 
the purpose of “respectfully indicating to the Commission and to 
the New. England lines that while the Lehigh Valley Railroad 
Company will not at this time file a petition with the Commis- 
sion for the reopening of the proceedings and a rehearing on its 
behalf, it does not voluntarily acquiesce in the application of the 
Commission’s order in the respect indicated above in so far as 
it applies to divisions of anthracite coal rates from points on its 
lines to points on the New York, New Haven & Hartford and 
Boston & Maine railroads.” 


Notice was served by the Lehigh Valley that it would file 
a petition as soon after the effective date of the order, Septem- 
ber 1, as the financial and operating data in respect thereof 
could be obtained and compiled, praying for relief and for 
reparation. 


The Lehigh Valley said that, for the first six months of 1927, 
the rates of return on the property investments of it and the 
New Haven and the Boston & Maine were as follows: New 
Haven, 4.63; Boston & Maine, 5.16; Lehigh Valley, 3.92. It sub- 
mitted other comparisons as to financial results of operations. 
It said that the data now available to it indicated that notwith- 
standing the fact that its financial showing at the time of the 
filing of the protest was worse than that of either the other 
two roads, the Commission’s order would take from the protest- 
ant’s anthracite coal revenues approximately $240,000 annually 
and augment the revenues of the other two roads in that amount. 
Such action, the Lehigh Valley said, must result in a worse 
financial showing for it than that indicated by figures set forth 
in the protest and a relatively better showing for the other two 
roads. 


The Delaware & Hudson has petitioned the Commission for 
suspension of the order of June 14, 1927, in No. 11756, Bangor 
& Aroostook et al. vs. Aberdeen & Rockfish et al., and for re- 
opening and rehearing, in so far as the divisions of joint rates 
between it and the New England line complainants are 
concerned. 

The D. & H. says the order would result in an unconstitu- 
tional further depletion of its net income. It avers that the 
Commission, by order of January 30, 1922, in this proceeding, 
as amended by order of March 28, 1922, 85 I. C. C. 482, dimin- 
ished the net income of the petitioner at the annual rate, based 
upon the traffic movement of the twenty-one months from April 
1, 1922, to December 31, 1923, of $413,529.11, which sum was 
thereby added to the annual net income of complainants. The 
order now attacked, it avers, would further deplete the net in- 
come of petitioner, in favor of complainants, in about the addi- 
tional annual sum of $500,000. The order is attacked as “un- 
warranted and arbitrary,” and is alleged to amount to a taking 
of petitioner’s property without due process of law and for pub- 
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lic use without just compensation, contrary to the Fifth amend- 
ment to the Constitution of the United States. 

The Commission, according to the petitioner, erred in mak- 
ing the order attacked on a record more than two years old, 
without affording opportunity to bring it down to date, espe- 
cially with respect to controlling changes in the financial con- 
ditions of the parties. No testimony was taken after Decem- 
ber 12, 1924, according to the petitioner, and the record con- 
tains no information as to earnings after March, 1925. Most*of 
the data relied upon in the report, it is alleged, relate to the 
year 1923 or to some earlier period. The petitioner discussed 
the “trend in favor of the New England lines.” If rehearing 
were granted, petitioner said, it would prove that the net rail- 
way operating income of the six New England complainants 
was $14,534,738, or 74.15 per cent greater in 1924 than in 1923; 
$24,097,687, or 122.94 per cent greater in 1925 than in 1923, and 
$25,665,884, or 130.94 per cent greater in 1926. 

The Delaware & Hudson submitted a table showing that 
net railway operating income of the Boston & Maine increased 
from $3,005,415 in 1923 to $12,841,103 in 1926; New Haven, from 
$13,277,728 in 1923 to $25,541,253 in 1926; Central New England, 
from $186,192 in 1923 to $1,572,318 in 1926; Maine Central, from 
$1,983,141 in 1923 to $3,133,026 in 1926; Rutland, from $868,143 
in 1923 to $970,496 in 1926, and the Central Vermont, from 
$281,067 in 1923 to $1,209,374 in 1926. 

Since the record was closed, said the petitioner, the finan- 
cial situation of the New England lines had improved relatively 
far more than that of the other eastern lines. 

Petitioner alleges and asks opportunity to prove that in 
1925 there were twenty-two carriers in the Eastern district 
_having an investment-in property devoted to public use aggre- 
gating $4,082,981,217, which earned 4.04 per cent return, as com- 
pared with a 4.68 per cent return for the six New England car- 
riers on but $933,710,027, and that in 1926 there were twenty-one 
carriers in the Eastern district with a property investment of 
$4,044,791,477, which earned only 4.15 per cent as compared 
with 4.81 per cent for the six New England roads on a property 
investment of $940,509,227. 


One table submitted by the Delaware & Hudson shows that 
in 1923 the Boston & Maine had a net railway operating in- 
come of $2,987,415; in 1924, $8,972,022, and in three months of 
1925, $1,722,349, as against $6,612,344 for the Delaware & Hud- 
son in 1923, $7,431,880 for 1924, and $1,387,243 for three months 
of 1925. The petitioner said that about 96 per cent of its New 
England interchange was made with the Boston & Maine. 


For any operating disability of the New England lines more 
than sufficient compensation has already been made under the 
amended order of March 28, 1922, according to the Delaware & 
Hudson. 


LUMBER SHIPMENTS 


Increased activity in new business in the lumber industry, 
for the week ended August 13, was noted in telegraphic reports 
received from 480 of the leading lumber mills of the country by 
the National Lumber Manufacturers’ Association, when com- 
pared with reports for the preceding week. The 340 compar- 
ably reporting softwood mills showed increases in shipments 
and new business—the heavier in new business—and a nominal 
decrease in production, when compared with reports from 352 
mills for the week earlier. In comparison with reports for the 
corresponding week a year ago, when 339 mills reported, there 
was this year an increase in new business, production about the 
same and a slight decrease in shipments. 

The 126 hardwood operations showed some decreases in 
production and shipments and a nominal increase in orders, 
when compared with reports from 140 mills the week before. 
Compared with the same week last year, when 124 mills re- 
ported, there was an increase in production and decreases in 
shipments and new business. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of seven softwood, and two hard- 
wood, regional associations, for the three weeks indicated; 
000’s omitted: 


Corresponding Preceding Wk., 

Past Week Week, 1926 1927 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

eee 340 126 352 124 339 140 

Production ....239,212 20,046 240,028 18,800 247,877 22,559 

Shipments ..... 231,733 17,907 238,147 20,365 220,962 19,548 
ae (New 

ee 243,617 19,355 231,202 21,457 216,025 18,181 


Because of fluctuations in the number of West Coast mills 
reporting this year, softwood comparisons between 1927 and 
1926 are without significance. 


REDUCED LUMBER RATES 


The Southern Hardwood Traffic Association announces that 
it has completed negotiations with the C. & O. for reduced rates 
on lumber from Sewell Valley branch stations to eastern points 
via eastern routes. The C. & O. Ry. recently took over the 
Sewell Valley and has agreed to make substantial reductions from 
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the lumber producing stations of Nallen and Rainelle and inter- 
mediate points. Prior to this reduction, the rates were con- 
structed over Meadow Creek, W. Va., using an 8c rate up to 
Meadow Creek, and the C. & O. proportional rate beyond. The 
following tabulation will show the old and new rates, and the 
amount of reduction from Nallen and Rainelle, W. Va., to some 
of the larger consuming points, the reduced rates to be pub- 
lished September 1: 

Amt. of Re- 


Old Rate New Rate duction 

To Cents Cent Cents 
NN Sorel g Sis ecdeipiee de cI 4 eee e aioe cen 38% ao 2 

IN i Sis raie- cra eBin. bso. d GE wleind tctenres cake 32 31% uy 

NE Si hick hatte ta erawacick cite e OAs 40 3816 1% 
I oii) olds Gre oa isan: ben ax 6a esl oy tags ecesuienc<seoRE 37% 3514 2 

PMD. 8a: cata ls 60 si olsieiae Sone Peni eSine we COLS 3616 35 1% 
ee ee an 37% 3516 2 
EE Oa aa tae 387% 3516 2 
ERTS TET NOP ER Te AMER a PTR eA De 3716 3516 2 
MN ard or aiein al 0: wae wine ai erovein Maw bows aise. rear melee 7% 3546 2 
PRN vie bbb elow-aialedlersaradin cnauartinws dane eoeehe sales 3746 3516 2 


The C. & O. has also agreed to publish through rates from 
these Sewell Valley branch stations to practically all Erie sta- 
tions in New York, New Jersey, and Pennsylvania, and this will 
also represent substantial reductions. 

The C. & O. will publish a reduced rate on export traffic, 
effective September 1, from Sewell Valley branch stations to 
Norfolk. The new rate will be 221%4c, which represents a re- 
duction of 8c. It has also arranged to establish a lumber rate 
of 92c from Sewell Valley stations to Pacific coast points, on 
transcontinental traffic, effective September 1. This new rate 
also represents a reduction of 8c a hundred. 

The association is still negotiating with the C. & O. regard- 
ing rates from Sewell Valley branch stations to Norfolk, Va., 
on domestic traffic, to eastern destinations via western routes, 
and to all points in Central Freight Association territory. 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on August 1 totaled 145,590 
or 6.3 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the American 
Railway Association. This was an increase of 472 cars above 
the number reported on July 15, at which time there were 145,- 
118 or 6.3 per cent. It was, however, a decrease of 20,166 cars 
compared with the same date last year. Freight cars in need 
of heavy repair on August 1 totaled 103,318 or 4.5 per cent, a 
decrease of 2,324 compared with July 15, while freight cars in 
need of light repair totaled 42,272 or 1. 8 per cent, an increase 
of 2,796 compared with July 15. 

Class I railroads on August 1 had 8,535 locomotives in need 
of repair or 14 per cent of the number on line. This was a 
decrease of 705 compared with the number in need of repair 
on July 15, at which time there were 9,240 or 15.1 per cent. Of 
the total number of locomotives in need of repair on August 1, 
4,748 or 7.8 per cent were in need of classified repairs, a de- 
crease of 380 compared with July 15, while 3,787 or 6.2 per cent 
were in need of running repairs, a decrease of 325 compared 
with the number in need of such repairs on July 15. Service- 
able locomotives in storage on August 1 totaled 6,663 compared 
with 6,463 on July 15. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
August 1-7, inclusive, was 254,324, according to the car service 
division of the American Railway Association. The average 
daily shortage reported was 2 flat cars. The surplus was made 
up as follows: 


Box, 130,032; ventilated box, 512; auto and furniture, 16,860; total 
box, 147, 404; flat, 4,781; gondola, 37, 349; hopper, 29,677 total coal, 
67, 026; coke, 660; ’s. D. stock, 16,849; D. D. stock, 2,844; refrigerator, 
13,677: tank, 274: miscellaneous, 809; total, 254,324. 

Canadian roads reported a surplus of 23,600 box, 250 auto 
and furniture, 375 S. D. stock, 1,300 refrigerator and 425 mis- 
cellaneous cars. 


COAL PRODUCTION AND SHIPMENT 


Production of bituminous coal the week ended August 6 was 
estimated at 8,494,000 net tons by the bureau of mines of the 
Department of Commerce. This represented a decrease of 
100,000 tons as compared with the preceding week. Anthracite 
production was estimated at 1,372,000 net tons, an increase of 
22,000 tons over that in the preceding week. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended August 7 totaled 891,866 net tons, as compared 
with 989,236 tons the preceding week. Anthracite shipped from 
Lake Erie ports the week ended August 7 totaled 30,647 net tons, 
as compared with 34,108 tons the preceding week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended August 6 totaled 415,462 net tons, of which 
251,048 tons were for New England delivery. At Charleston, 
S. C., 647 tons were shipped for bunker use. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended July 30 were reported 
as follows: Bituminous, 2,218; anthracite, 2,848. 
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Coordinated Terminal Services 


Eighth of a Series of Fourteen Articles on This Subject, Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


In the United States, the carriage of freight by railroad is 
essentially a business of hauling large quantities of goods for 
long distance. In Great Britain, on the other hand, there are 
no long hauls, according to American standards of railroad 
transportation. The traffic of English, Welsh, and Scottish 
railways is handled in comparatively small lots and for com- 
paratively short distances. The contrast between Great Britain 
and the United States may be more readily made by a compari- 
son of physical capacities of the American and English railway 
systems. The railways of Great Britain haul each ton of traffic 
an average distance of from 39 and 48 miles. The average 
haul in the United States is 183 miles, considering each railroad 
alone. The average loading a car in England varies from ap- 
proximately three tons, in the case of general merchandise 
freight to nine and one-half tons in the case of coal and mineral 
traffic. The American average loading is 35 tons a car for 
all freight and 50.8 tons a car for mineral freight and 28.2 for 
forest products traffic. The average loadings a car of merchan- 
dise freight on the English railways, however, compare favorably 
with the average American loadings of less than carload freight. 
The average in England is approximately three long tons freight, 
or 6,720 pounds, while in the United States, carloads of less 
than carload freight of about five tons a car are not uncommon. 


History of British Cartage 


At the time railways were being established in Great Britain 
the manufacturing industries had already been well started. 
A system of good roads and the great demand for facilities of 
transportation to aid in the development of the manufacturing 
industries led to the organization and growth of a reasonably 
satisfactory cartage service joining virtually all of the manu- 
facturing centers, markets, and ports of the country. These 
carters operated at that time in much the same way as common 
carrier motor companies function today. They collected freight 
in one city or town at the doors of the shippers and made de- 
liveries at the doors of the consignees in the same or other 
localities. 

These cartage companies were well established and in pos- 
session of a considerable amount of good will at the time of 
establishment of the railways. They were recognized by the 
courts as common Carriers of goods and assumed the usual com- 
mon carriers’ liability as a general insurer of the goods hauled 
throughout England. With the prestige of years of successful 
business existence the carters did not at once lose all the freight 
traffic in the country to the new rivals, the railroads. Because 
of the peculiar traffic conditions of the territory, the shortness 
of the many early railway lines, and the existence of the alter- 
native cartage services, the operators of the early railways in 





1 Roberts, J. W., and Newcomet E., Bapert, “Collection and 
Delivery Service, Railways of Great Britain, * July, 1925. 
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England undertook to perform, not only a rail service, but a 
complete transportation service, carrying the freight, as did the 
cartage companies, from doors of consignors to door of con- 
signees. Cartage collection and delivery services were estab- 
lished as integral parts of the railway service of virtually all 
English railways. 

There were more than 120 railways in Great Britain prior 
to their consolidation in 1921 into four systems—the London, 
Midland and Scottish, the London and North Eastern, the Great 
Western, and the Southern. The existence of a system of cart- 
age service of some sort or other was so taken for granted in 
England and so much a part of railway service that the report 
of the American Railway Committee notes that it could not 
obtain from any of the oldest employes any recollection of a 
time when cartage services were not performed.” 


Organization of the Service 


The English system of organized collection and delivery, or 
cartage service, consists in the collection from the consignor 
and delivery to the consignee, at the business location of each, 
of the freight presented to the railway for shipment. This de- 
livery and collection is done either by the wagons, carts, drays, 
vans, or motor lorries or trucks of the railways, or, in certain 
instances, by the vehicles of independent cartage companies em- 
ployed by the railway as agents. 

Prior to the railways act of 1921, this collection and delivery 
was considered a part of the service to which shippers and 
consignees were entitled under the rates charged. Where the 
services were not used and either shipper or consigne, or both, 
performed the cartage services themselves, a rebate was granted 





2 Roberts and Newcomet Report, page 5. 
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from the rate charged. Following the passage of the act of 1921, 
certain modifications were made in the system. 

The cartage services are undertaken, for the most part, by 
the railways with their own vehicles and employes. Cartage 
performed by independent operators acting as agents is confined 
to the service performed at the smaller or outlying stations and 
is in all respects, save ownership of the vehicles, similar to 
that performed by the railways directly. Where cartage agents 
are employed, they are strictly subject to the railway authority, 
and the latter, not the agents, are responsible as general insurers 
of the goods handled. The carters are responsible, however, to 
the railways. 

Each English railway has a complete cartage organization 
to supplement the rail service at the principal terminals of its 
respective line. These organizations are under the management 
of specialists in this particular line of transportation work. 
They supervise the handling of the goods on the road vehicles. 
The vehicles used are usually either horse-drawn wagons or 
drays are used for shorter routes with frequent stops, while 
motor trucks are used where more territory must be covered 
and fewer stops made. There are, in addition, some steam- 
driven trucks and a few electrically propelled vehicles. In gen- 
eral, where these latter types of vehicles have been installed, 
they have been utilized for certain special types of traffic and 
for comparatively long runs with infrequent stops. 


Inbound Service 


Inbound merchandise freight received at one of the ter- 
minals where cartage is performed by a railway, consigned to 
a manufacturer or merchant within the cartage delivery area 
for that station, is usually received at the freight house some 
time in the night. It is unloaded from the cars and taken by 
hand trucks to the road vehicle that is to carry it to the store 
door of the consignee. Small shipments are collected according 
to destination and placed in proper order in the road vehicle 
that will serve that particular territory. The goods are checked 
when unloaded from the railway cars and again when loaded 
into the vehicles that are to carry them to final destination. 
When the drivers of the horse drays or teams, or the attendants, 
as the motor truck drivers are called, arrive at the freight sta- 
tions in the morning, they find their vehicles loaded, or nearly 
so, and ready to be taken out on the road. The contents of the 
vehicles, together with consignees’ names, addresses, and other 
identifying data, are noted on a consignment sheet, given to the 
drivers or attendants. As deliveries are made to the consignees, 
the signature of each is obtained by the driver. If the con- 
signee is not available to sign for the goods, the signature of 
a responsible agent is taken. Signatures are made in blank 
spaces provided for the purpose on the consignment sheets. 
This receipt constitutes evidence that the freight was actually 
delivered in case of any future dispute as to the matter. In 
addition, it indicates whether or not the driver or attendant has 
properly performed his duties. If any freight is not signed for 
in this manner the driver must return it to the station and 
there see that it is properly taken care of awaiting successful 
delivery. 

Outbound Service 


The drivers and attendants, in making their delivery rounds, 
collect any freight to be shipped to other points from the con- 
signees to whom deliveries are made. The vehicle men issue 
receipts for the freight picked up and take it, in due course, to 
the freight stations. Here the railway bills of lading are made 
out and the freight is loaded on railway cars in the late after- 
noon and evening of the same day it is received. 


It is not the practice in all the railways of Great Britain 
to receive freight inbound at terminals only in the night and 
early morning, or outbound early in the afternoon or early eve- 
ning. There is a continuous movement of loaded cars into and 
out of the freight stations at all hours. 


Assigned Routes 


In the conduct of the delivery and collection service, the 
drivers and attendants perform both the functions of delivery 
and collections. In order to do this with the greatest degree 
of efficiency, to promote the best of relations with shipper and 
consignees, and to speed up the service in general, these men 
are assigned permanently to regular delivery routes, which they 
cover daily. Thus, they have an opportunity to make close 
personal contacts with the shippers and consignees on whom 
they call in the regular conduct of the railway’s business and 
they are encouraged to do this. This personal contact has been 
found to result in benefit to the railways, both in the conduct 
of the cartage services and in the amicable settlement of claims 
and disputes arising out of service failures. The assignment of 
drivers permanently to fixed routes enables them to acquaint 
themselves with the traffic requirements of the shippers on 
their routes and to arrange for additional facilities, when needed 
in exceptional cases. They are also able to make definite ar- 
rangements to handle prospective shipments. Such orders as 
are necessary may be given the drivers by occasional shippers. 
Shippers who are not more or less regularly using the railway 
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services are able to obtain cartage service by notifying the railway 
freight stations that service is desired, as the necessity arises, 
or they may notify the drivers for their territories. The latter 
plan is quite generally followed, since the vehicles follow more 
or less the same schedule each day, so that the time at which 
the railway wagons or trucks may be expected daily is usually 
well known in the neighborhood. 


The Peculiar Usefulness of the Cartage System to Great Britain 


Cartage service is regularly offered in all parts of the ter- 
ritories served by the railways and has come to be looked on 
as a necessary part of the rail service. The usefulness of the 
service is greatly facilitated by the small size of the railway 
cars employed, as the rapid dispatching of the freight through 
the terminals increases the capacity of the freight handling 
systems. It has been suggested often that the British railways 
adopt a larger size car. Railway officials point out, however, 
that, while such a move might be desirable from an operating 
point of view, and would, perhaps, result in more economical 
train movement, it is impossible of realization without extensive 
changes in terminal and station lay-outs. Real property is ex- 
ceptionally valuable in British cities and the present sites are 
already taxed to capacity to handle the traffic. The change to 
larger equipment and greater terminals would result in such 
heavy capital expenditures that the operating economies to be 
gained by such a move would tend to be offset by the increased 
investments required. No suggestion seems to have been made 
for abandoning the present station sites and erecting new sta- 
tions in outlying sections, though the cartage service, it would 
seem, would make such a move possible. 

The present terminal facilities make the continuance of the 
cartage service necessary under present conditions. The volume 
of traffic passing through the freight terminals is so huge that 
it would be virtually impossible for the railways to perform 
transportation service were the American system of shipper 
delivery and consignee collection of goods freight allowed. 

The plans of certain of the larger English freight stations 
make organized cartage service a vital necessity. Certain of 
them, particularly in the greater London district, have two 
levels and the road vehicles must be conveyed in elevators to 
and from the lower level as they are needed for loading and 
unloading. In other instances the rail cars are raised by ‘ele- 
vators to the second or street level. 

The facilities for handling of freight or equipment, from 
the American point of view, are extremely unsatisfactory. It 
is a common practice, for example, to make use of horses in 
the moving of cars within the stations. At certain stations 
tractors have been introduced recently. Cars are often switched 
or shunted from track to track by use of ropes or cables and 
capstans turned by hydraulic power. This method is employed 
in many cases, not only in making platform placements of cars 
but also in the actual making-up of trains for road movement. 
Turntables and electrically operated traversers are also used 
extensively. The latter slide on rails connecting several sec- 
tions of track and carry loaded or empty railway cars from one 
track to the other. 


The handicap of conditions such as these makes an organ- 
ized cartage service a necessity to the railroads in order to 
expedite the movement of traffic through the terminals. With- 
out such services the resulting congestio would be disastrous 
to the efficiency of the whole railway system. 


Volume of Traffic Handled 


The railways have thus developed an extensive service re- 
quiring a large organization. The magniture of the undertaking 
is indicated by the volume of traffic handled and the equipment 
used to handle it. There are in Great Britain, since the railways 
act of 1921, as has already been stated, only four railway sys- 
tems. The total freight traffic transported over the 20,000 miles 
of railway right-of-way is about 400,000,000 long tons a year. 
This figure excludes live stock, which, in British railway prac- 
tice, is reported in number of heads, and is not handled in cartage 
service. The probable total tonnage of merchandise freight 
handled in cartage service was approximately 27,862,091 tons, or 
33.9 per cent of the total merchandise freight traffic for the 
year in 1924. Allowing for possible errors in these figures and 
for annual variations in tonnage, it may be stateed with reason- 
able accuracy that 30 per cent of all merchandise freight traffic 
handled by British railways was handled by the railroads or 
other agents in the regular cartage delivery and collection serv- 
ice. Other staitstics indicate that, for the sixteen months end- 
ing with April, 1925, the railways handled in their own vehicles 
27,048,689 tons of merchandise freight, or an average of 1,691,158 
tons monthly.’ 


Equipment 


The railways use more than 18,000 horses, 32,000 horse-drawn 
wagons, and 2,000 motor trucks of their own. There are also 
a relatively small number of steam-propelled vehicles and some 
electric trucks. There are 1.7 times as many horse-drawn wag- 


® Roberts and Newcomet Report, page 6. 
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ons as horses to draw them in the cartage organizations of the 
railways. This ratio is due to the large percentage of the wag- 
ons that require the use of two horses. This is one of the ex- 
planations of the efficiency of the system. While one wagon 
is on the road delivering or collecting freight another for the 
same driver is in process of loading or unloading at the freight 
house. A safe margin of extra vehicles is also kept to care for 
repairs and painting. The horses are assigned to certain drivers, 
but, as a general rule, the wagons are not specifically assigned. 

It is interesting to note that the horses used are standardized 
in two classes, one of 1,250 pounds and the other of 1,650 pounds. 
Although the horses are well cared for, the average life in serv- 
ice is usually six years. 

Labor 


One man and a boy are assigned to each wagon or motor 
truck. These boys are often employed at the age of fourteen 
years and, if they remain in service, succeed eventually to the 
position of driver or attendant. It is reported that few employes 
in this service withdraw from it until disabled or on reaching 
the retirement age limit. Compensation varies with the posi- 
tion held, but averages about $14.50 a week for drivers, $13.25 
a week for attendants, and $8.75 a week for the boy helpers. A 
bonus is paid in addition to these wages for the handling of 
tonnage in excess of certain limits. 


Traffic Handled 


The freight handled includes virtually all kinds of general 
merchandise freight in small lots. Small consignments and in- 
dividual packages predominate, the average weight of a con- 
signment is about 450 pounds, and the average weight of a pack- 
age is about 90 pounds. 

Rates 


The rates charged for cartage are published in the tariffs 
issued by the railways under the requirements of the railway 
act of 1921 and are usually included in the rail charges. An 
amount is quoted to be deducted per hundredweight if the ship- 
per delivers the freight to the station, and, in the same way, the 
amount to be deducted if the consignee himself calls at the 
station for the freight and does not make use of the delivery 
service. If neither the collection or delivery service is used, 
then the rate applying for collection at point of shipment and 
that applying for delivery at point of destination are added 
and the sum deducted from the rate applying between the two 
rail points to determine the net rail rate without cartage serv- 
ices at either end. 

Freight charges are usually collected at intervals from the 
shippers in Great Britain. All regular shippers have authorized 
credit accounts with railways over which they ship or receive 
freight. nI the case of those shippers or consignees who do 
not have such credit arrangements the vehicle drivers are 
authorized to collect the charges. Where freight is not accepted 
when tendered, the drivers return it to the freight house and 
deliver it at such future time as desired by the consignee. In 
such instances an additional charge is made to cover storage 
and the extra cartage service. 

There has arisen, particularly since the railways act of 
1921, and the advent of private motor road operators, a con- 
siderable amount of discussion as to the rates to be charged 
by the railways for performance of the cartage service. Con- 
flicting arguments are made that the rates charged for cartage 
should be below, equal to, or exceed the actual cost of the per- 
formance of the service. The average cost is stated to be $1.37 
a ton for horse-drawn vehicles, $1.62 a ton for electric trucks, 
$0.85 a ton for steam carriages, and $1.15 a ton for gasoline 
motor trucks.‘ 

The advocates of the first plan contend that, unless rates 
are lower tha nthe actual cost of performing the service, ship- 
pers and receivers will be encouraged to perform their own 
cartage service, which, if carried to any extent, would greatly 
increase the confusion and expense of handling the freight at 
stations as well as reducing their capacity. The general and 
accepted view, however, contemplates fixing the rates at as 
nearly as possible the cost of the service, relying on the fact 
that such cost will be less than the amount for which the indi- 
viduals can perform the services themselves. 


Shippers and consignees compare their costs of trucking 
with the railway cartage rates to determine if they can perform 
their own service at less cost than if they allow the railroads 
to perform it. This tendency is, however, counteracted by the 
requirement of the railways act of 1921 that shippers or con- 
signees must perform all or none of their cartage services. This 
avoids the possibility of shippers electing to handle that traffic 
that can be more conveniently handled themselves and leaving 
to the railroad the burden of handling other freight that is 
more costly and difficult to haul. 


The Application of the British System to the United States 


She cartage system, as it is organized in Great Britain, is 
adapted to conditions there, but there are factors to be consid- 


*Ibid, page 24. 
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ered before the system in its entirety, or even in part, is rec- 
oommended for introduction into the United States by railroads 
of this country: 


1, The cost of performing this service in the United States, due 
to higher labor costs, would probably exceed those of Great Britain 
unless changes were introduced to suit American conditions and tend 
to reduce costs through large unit handling. 

. The system as it exists in Great Britain is adapted for smaller 
units of traffic than prevail in this country. 

3. Shorter hauls in England than are customary in this country 
alter the situation to some extent. 

4. The American railroads are not yet so consolidated as to avoid 
certain duplications of service and resultant unnecessary expense in 
termintls served by two or more railroads. 

Undoubtedly some form of organized cartage service must 
eventually be introduced in connection with the American rail- 
road transportation. Particularly is this true in the case of 
the larger cities, where congestion is already a serious consid- 
eration. There should not, however, be duplication of the 
services by several lines in each place, but rather one service 
to care for each particular center, whether the service is oper- 
ated by the railroads, by one large trucking concern in each 
terminal, by a number of independent trucking companies work- 
ing in harmony or by a single national terminal cartage com- 
pany. 

It is probably true that, in a large number of the smaller 
cities and towns of the United States, organized cartage service 
is not necessary and could only be given at a loss at this time. 
In these places the service should not be instituted unless 
arrangements can be made with local cartage companies or 
other agencies, so that the trucks may be used for other pur- 
poses than the hauling of freight to and from the freight depots. 
A system of consolidated delivery service with railroad freight 
hauling would tend toward economy in all forms of terminal 
service in the larger terminals. 


LOCOMOTIVE CAB CASE 


The Commission has announced further hearings in No. 
19299, The Railroad Commission of Wisconsin vs. Aberdeen & 
Rockfish et al., at Detroit, September 7, and at Albany, N. Y., 
September 14, before Special Examiner Rogers. The proceed- 
ing relates to equipment of locomotives and tenders, used in 
Wisconsin and other states subject to similar climatic condi- 
tions, with suitable cab curtains or other devices adequate to 
protect employes from inclement weather. 

At the hearing held at Madison, Wis., July 25, complainant 
and interveners in support of the complaint contended that the 
territory bounded by the southerly line of the states of Vir- 
ginia, Kentucky, Missouri, Kansas, Colorado, Utah, Nevada, 
and a line running southwesterly from Carson City to San 
Francisco and all states north of that line in continental United 
States and including the territory of Alaska were subject to 
climatic conditions similar to those described as found in Wis- 
consin, and agreed that the carriers not using locomotives in 
the territory north of the line above described might be con- 
sidered as not being involved in the case, the Commission said. 
A joint petition of intervention filed on behalf of the firemen 
and engineers had been amended so as to eliminate considera- 
tion of locomotives and tenders with vestibule cabs, the Com- 
mission said. 

Complainants and interveners, in support of the complaint, 
the Commission said, had signified their intention to introduce 
evidence at Detroit with respect to conditions existng on loco- 
motives used in Illinois, Indiana, Ohio, Michigan, Kentucky and 
Missouri, and at Albany with respect to conditions existing on 
locomotives used in New York, Pennsylvania, Maryland, Vir- 
ginia, West Virginia, New Jersey, Delaware, Maine, New Hamp- 
shire, Vermont, Rhode Island, Connecticut and Massachusetts. 
Further hearings have also been requested at a point in South 
Dakota and at a point in Montana. Time and place of such 
hearings will be later announced. The proceeding resulted 
from a decision of the Supreme Court of the United States 
holding invalid an order of the Wisconsin commission relative 
to cab equipment on the ground that the federal power had 
been exercised by Congress over the subject matter to the ex- 
clusion of state power and that relief should be sought from 
the Commission if relief were desired. The Wisconsin com- 
mission later filed a complaint with the Commission seeking an 
order as to equipment of locomotive cabs for the protection of 
employes in such cabs. 


RAILROAD FUEL COSTS 

Figures compiled by the National Coal Association giving 
the average cost per net ton of coal, including freight paid, if 
any, for locomotive fuel used by Class I railroads in locomo- 
tives in transportation train service in June show a slight fall- 
ing off from similar averages for the month of May. The totals 
by districts are as follows: Eastern district, $2.68 per net ton; 
Southern district, $2.09; Western district, $2.97; United States, 
$2.62. In May the average cost was: Eastern district, $2.71; 
|! district, $2.11; Western district, $2.97; United States, 
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TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. eee MISSOURI 
GEOGRAPHICALLY 
LOCATED TO RENDER 
DISTRIBUTORS 
DISTINCTIVE WAREHOUSE 
AND FORWARDING 


DECATUR (2 Bcentun icaeers 
ILLINOIS ‘WAREHOUSES si i vers Hh reghh 
DECATUR, ILLINOIS CACO or St Lou: 
DISTRIBUTION 4~o WAREHOUSING 


ST.LOUIS 









MUSKOGEE, OKLAHOMA 


2 Fireproof Warehouses 


Merchandise and Household Goods Stored 
Pool Cars Distributed — Railroad Siding. 


MUSKOGEE TRANSFER & STORAGE C0. 


=1:\-) an OF 11 Oy Ve. o mys 


JOS. STOCKTON TRANSFER CO. 


1020 SOUTH CANAL STREET 


70 YEARS’ EXPERIENCE 
Teaming — Motor Trucking — Carload Distribution 


WAREHOUSE 
‘‘Service That Will Satisfy’’ 


THE MERCHANDISE STORAGE CO. 


U. S. BONDED 


COLUMBUS, OHIO 







HOTEL COSMOPOLITAN 


DENVER, COLORADO 


Opened June 5, 1926 










460 ROOMS WITH BATH 





The Largest and Finest Hotel in the State 





The Leading Hotel of Denver” 


ROY’S COSMOPOLITAN ORCHESTRA 
EVERY EVENING 










CALVIN H. MORSE, Manager C. S. PRYOR, Ase’t Manager 
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BU/LOS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution. 
Prompt and Intelligent Service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


PANAMA MAIL 8.8. CO. 


Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
Freom—SAN FRANCISCO AND at —_ 
Te—HAVANA AND NEW 


EASTBOUND SAILINGS 


From an From Los Angeles 
August 22 
a 19 
tober October 10 
Also regular sailings for Mazatlan, stensstiiie Cham- 
perico, San Jose de Guatemala, Acaju La Libertad, La 
Union, Corinto, Amapala, Puntarenas, San Juan del Sur 
and Balboa, Cristobal (Panama) and ‘Buenaventura. 
Trans-Shipment at Panama for South America and European Ports 


ate 
350 Marquette Bldg., Chicago, Ill. e Street, San Francisece, Gal. 
10 Hanever 8q., New York, N. N. Y. sis a Souhes St., Los Angeles, Gal. 





NEW TEX LINE 


Differential Rates 


Weekly Service to Houston, Texas 


From Pier 1, North River, New York, Saturday noon 
B. & O. Pier 7, Locust Point, Baltimore, Monday 
Southgate Terminals, Norfolk, Tuesday 


For Information Apply To 
New England, New York & Texas 
Steamship Corporation 
17 Battery Place, NEW YORK, N. Y. 


Cotton Exchange Building — oon aaaee ¥ 
Houston, Texas Norfolk Va. 


The Cottman Co., Agents, 
Baltimore, Md. 


Dallas National Bank Building 
Dallas, Texas 


OKLAHOMA CITY, OKLA. 


FREE 
SWITCHING 


LOW 
INSURANCE 
RATES 


ESTABLISHED 
1889 









GENERAL WAREHOUSING AND DISTRIBUTION. NEGOTIABLE 
WAREHOUSE RECEIPTS. MOTOR TRUCK AND TEAM SERVICE 


0. K. TRANSFER & STORAGE CO. 




















































































RAILROAD ECONOMIES 


The Traffic World Washington Bureau 


Commendation by Commissioner B. H. Meyer of economies 
resorted to by the management of the Kansas City, Mexico & 
Orient to keep down expenses, as set forth in reports in Kansas 
newspapers and other publications based on interviews had with 
the commissioner when he was in Wichita, Kan., in connection 
with the hearings held there in No. 17000, rate structure inves- 
tigation, part 7, grain and grain products, has aroused interest 
among railroad operating officials. 

Commissioner Meyer, after a trip of inspection over the 
Orient, in which he has been interested particularly because 
of the difficulties confronted by it and the efforts of the 
Commission to prevent abandonment of the line, said the Orient 
officials had made effective extraordinary economies which 
poverty forced on them. Among these economies were the fol- 
lowing: Building of depots, shops and fences out of lumber from 
dismantled box cars; construction of cattle guards from boiler 
plate of old engines; utilization of locomotive flues for posts 
for sign boards and whistling posts; building of snow fences 
from dismantled coal cars and construction of bridge heads out 
of timbers that had exhausted their service in other capacities 
on the line; and rails no longer suitable sawed into short pieces, 
furnishing posts along the line for protective purposes. 

In commending the Orient management for practicing such 
economies, Commissioner Meyer had no intention of giving the 
impression that he believed adoption of such measures was 
solely responsible for the improved financial condition of the 
Orient, although, of course, everything that kept down expenses 
contributed to that result. The Orient, threatened with aban- 
donment, as the result of persistent appeals of W. T. Kemper, 
receiver, was kept alive through the efforts of the Commission 
and of transcontinental rail officials, and later the discovery of 
oil on its lines gave new life to it. 

The Commission, several years ago, authorized a loan of 
$2,500,000 to the Orient. Later increased divisions were ac- 
corded the road. Additional aid was needed, however, and as 
the result of conferences with the Commission, transcontinental 
lines made arrangements for the movement of overhead traffic 
over the Orient by according a differential on such traffic under 
the standard rates. Lewis J. Spence, of the Southern Pacific, 
and the late Edward Chambers, of the Santa Fe, according to 
Commissioner Meyer, should have the credit for taking the lead 
in obtaining the aid given the Orient through routing of over- 
head traffic. Another factor that aided the Orient was payment 
by patrons of the road of higher than the regular rates on traffic 
originating or terminating on the Orient. With the discovery 
of oil on its lines, the Orient began to see the light of day. As 
against deficits in net railway operating in come in previous 
years, the Orient began to pick up in 1924. For the first six 
months of 1927, it showed a net railway operatig income of 
$193,621 for the system as a whole, according to its reports to 
the Commission. 

“Speaking very generally,” said Commissioner Meyer, “a 
purely agricultural railroad cannot live. Every railroad must 
have in addition to such traffic as an agricultural region will 
give it, a certain amount of traffic from manufacturig indus- 
tries, forests and mines. Overhead traffic will help. It was not 
until the Orient received sufficient traffic from newly discovered 
oil fields west of San Angelo that its financial condition im- 
proved. Overhead traffic furnished by trunk lines kept the 
Orient breathing until oil furnished the medium for permanent 
respiration.” 

The economies resorted to by the Orient management in 
its fight to keep its head above water have impressed Commis- 
sioner Meyer as being worthy of application on other lines. He 
is making informal inquiries as to what is being accomplished 
by other roads in the use of old materials. 

H. E. McGee, vice-president and general manager of the 
Missouri-Kansas-Texas, in a letter to Commissioner Meyer, said 
he had read with considerable interest the reports of the com- 
missioner’s inspection trip over the Orient. 

“A large number of trunk lines have reclamation plants for 
carrying on such work and, as suggested by you, these are 
things that all railroads might well put into practice,” said he. 

Mr. McGee said the commissioner might be interested to 
know that on the M-K-T lines the reclamation of material and 
salvaging of worn articles and parts had been in progress for 
a number of years. Continuing, he said: 


As early as 1917, our studies developed that its volume and the 
returns received would justify the construction of a small shop with 
an organization to specialize in this work. The building of our 
reclamation plant was started in October, 1917, and finished in 1918. 
The main shop building is 80 feet wide and 340 feet deep and equipped 
with modern machines, tools and appliances of proper design as re- 
quired for rebuilding, repairing and manufacture of articles from 
old material that formerly was sold at scrap value. In the list of 
articles manufactured in this plant from old material, there are: 
buckets, oil cans, letter file boxes and tinware of all description, 
made from old car roofing; forgings ,made from old rods and plates; 
steel pilots for locomotives, made from old steel recovered from 
destroyed tank car shells; bolts (all sizes and lengths), made from 
old iron; frogs and switches, made from short length rail; cattle 
guards, made from old flues; wooden signs, made from old lumber; 
steel signs with concrete base, made from old flues. Included in the 
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list of unserviceable articles torn down in this plant, worn parts 
repaired and thus restoring a serviceable article with value sub- 
stantially equal to a new one, there are: track jacks, jacks (all sizes) 
used by mechanical department, angle cocks, cotton trucks, warehouse 
trucks, baggage trucks, train markers, lamps (all descriptions), bol- 
sters, couplers, truck sides, push cars, hand cars, blobe valves and 
other valves, air hose, steam hose, signal hose, frogs, switch points, 
track tools (various). 

Articles reclaimed in excess of our own requirements, such as 
oil boxes, car journals, boiler and superheater tubes, and others, 
are held for special sale to other railroads or outside concerns. 
Sales are always realized at a figure considerably in excess of the 
scrap value. 

Cylinder and valve packing rings are manufactured from new ma- 
terial and other articles built new, when the saving justifies it. 
This is developed by a cost system under which the cost of each 
article manufactured is determined. Obsolete locomotives retired and 
dismantled and salvaging of material therefrom is done in this 
plant and all serviceable parts recovered. Much serviceable rail is 
recovered in this plant by reclassification and sawing off ends, for 
instance: we frequently reduce the length of 33-foot unserviceable 
main line rail to 31 feet by sawing one foot off each end, boring 
new bolt holes, and by using new angle bars, it is suitable for further 
main line use. 

The capital investment in the plant at this time is about $250,000, 
and there are employed from 125 to 14 men daily. Ohey yearly saving 
averages from $240,000 to $260,000. Since the plant was installed in 
1917 the total saving will exceed $2,000,000. 

I might also add that our reclamation program is also extended 
to office supplies and stationery. For a number of years we have dis- 
continued destroying reports, letters and printed matter, when suit- 
able for letter writing on reverse side. To a large extent, all inter- 
department mail is written on this class paper and many thousands 
of dollars are saved yearly as compared with the cost of new paper 
formerly used. 

Under the plan which we have adopted for handling these ques- 
tions, employes of all departments may make suggestions as to sav- 
ings in the use of material and supplies, and many of them have 
been found practicable and adopted. 

This is done through committees of heads of departments and 
men in the ranks. Each department has its own committee, designated 
as ‘‘committee on conservation of material and supplies,’ and is 
composed of about six members. For instance, there is one com- 
mittee for the maintenance of way and structures that deals with 
tracks, bridge and building items of material, supplies and tools; 
another for the mechanical, and one for the car department. The 
transportation department has a committee that deals with general 
office, division office and station supplies, train supplies, and all 
transportation items. Each of these committees invite suggestions 
from employes and, from time to time, call for special studies of 
items of expense affecting their departments. A general committee 
receives and passes upon the reports and recommendations of the 
department committees. 

In this way, we keep an active campaign in progress all of the 
time in the matter of conservation in the use of supplies and ma- 
terials, and all of us feel the results have proved that this method 
offers the most satisfactory channel for controlling these items of 
expense. 


Replying to Mr. McGee, Commissioner Meyer said his letter 
was “most interesting in its exposition of the manner in which 
your reclamation plant functions and the material that is sal- 
vaged by your road.” 

“The enumeration of the articles salvaged,” said Commis- 
sioner Meyer, “and the uses to which they are put after having 
gone through the processes of transformation might mean little 
in individual instances, but when the different items are aggre- 
gated and the resultant saving expressed in millions of dollars 
everyone understands. I note that since your plant was in- 
stalled in 1917 the total saving will exceed two million dollars. 
This is a remarkable accomplishment. I have discussed this 
general question with Commissioner McManamy, to whom I am 
referring your letter. I thank you for writing me regarding this 
feature of your work and I congratulate you upon your achieve- 
ments.” 


Cc. & N. W. WAGE AWARD 


Maintenance of way employes of the Chicago & North 
Western received a wage increase of approximately $300,000 
annually by an award of the Federal Arbitration Board, at Chi- 
cago, August 15. Track laborers and other maintenance of way 
employes requested increases which railway officials estimated 
would mean an additional cost of about $1,800,000 annually. 
The award fixed increases in some classes of employment rang- 
ing from a half cent to three cents an hour, and decreases in 
other classes ranging from one cent to ten and a half cents. 
The largest class involved was section laborers. Men with two 
years’ service, or more, got an increase of 3 cents an hour; 
men with one year’s service and less than two, a one cent in- 
crease; and men with less than a year’s service a one-cent 
decrease. 

The neutral arbitrators, Homer B. Dibell, of Duluth, and 
Professor E. C. Davies, of- Northwestern University, were joined 
in the award by J. J. Farnan and E. E. Milliman, employe rep- 
resentatives. William Wallister, vice-president in charge of 
personnel, and C. H. Westbrook, assistant general auditor, of 
the C. & N. W., dissented “because of the railway company’s 
duty to furnish transportation efficiently and economically, the 
additional burden on those paying the cost of transportation 
which will result from wage increases, the railway company’s 
harassed financial condition, the fact that it can employ an 
abundance of labor for less than it is now paying, the fact that 
its employes are now earning more than they could earn in 
other lines of work and more than like labor is receiving in 
agriculture or industry, the fact that the cost of living is de 
clining and that there is no economic justification for any wase 
increase.” 
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INDIANAPOLIS 


Service That Satisfies _ ©. 


TRIPP WAREHOUSE COMPANY 


Merchandise 224 Machinery Storage 


POOL CAR DISTRIBUTION 
MEMBER ’ 


AMERICAN CHAIN OF WAREHOUSES 
CHICAGO, 53 West Jackson Blvd. NEW YORK, 260 W. Broadway 





Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 
From Philadelphia... Wednesdays and Saturdays 
From Houston. ....... Mondays and Thursdays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 


GULF PACIFIC LINE 


SAILINGS EVERY FOURTEEN DAYS 
FROM 


Houston, Mobile, New Orleans 
AND 
Regular Service From 


Beaumont, Port Arthur, Lake Charles 


Galveston, Tampa 
TO 


San Diego, Los Angeles, San Francisco 
Oakland, Portland, Seattle, Tacoma 
and Vancouver (B. C.) 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisce. 

THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
Main Office: 424 Whitney Building, New Orleans, La. 
SWAYNE & HOYT, INC., Pacific Coast General Agents 
Main Office: 430 Sansome Street, San Francisco, Calif. 
SWAYNE & HOYT, INC., W. J. SMITH, General Agent 






























203 South La Salle Street Chicago, III. 
SWAYNE & HOYT, INC., H. H. KENNEDY, General Agent 
320 Merchants Exchange Building St. Louis, Mo. 


THE STEELE STEAMSHIP LINE, INC., General Agents 
15 Moore Street New York, N. Y. 
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Japan, China and 
Philippine Islands 


via Seattle - The Short Route 




















Ship on the big President Steamers 11 days 
across the Pacific. Sailing every other Tuesday 
from Seattle for Yokohama, Kobe, Shanghai, 
Hong Kong and Manila. 


Through bills of lading to other ports. 


T.J. Kehoe, General Eastern Agent, 32 Broadway, New York City 


W. G. Roche Inc., General Agt., R. W. Bruce, General Agent, 
1714 Dime Bank Building 110 South Dearborn St., 
Detroit, Mich. Chicago, Ill. 


L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


Enjoy the fast and efficient service 
of the 


American Mail Line 


Other Offices, Boston, Philadelphia, Portland, Ore. 
Tacoma, Wash., Vancouver, B.C. and Victoria, B.C. 







E YOUR CUSTOMERS’ 
NEIGHBOR IN LOS ANGELES 


You actually become your customers’ 
neighbor in Los Angeles when you have 
a stock of goods stored in the Metropol- 
itan Warehouse, ready for delivery on a 
moments notice. 

The warehouse is constructed of re- 
inforced concrete and is located in the 
heartof the wholesale and retail districts. 

The fire insurance rate is 15.3c. 


METROPOLITAN 
WAREHOUSE CO. 


Merchandise Storage Drayage Pool Car Distribution 


1340-1356 East Sixth Street 


LOS ANGELES 


EASTERN REPRESENTATIVES: 
CROOKS TERMINAL WAREHOUSES 


417 W. Harrison St. 225 Broadway 
CHICAGO NEW YORK 


















































































































MERCHANT MARINE PROBLEM 


The Trafic World Washington Bureau 


The Maritime Association of the Port of New York, in a 
letter to Senator Jones, of Washington, chairman of the Senate 
commerce committee, urges that Congress provide for an inde- 
pendent body of investigators, including experts on merchant 
marine matters, to make a scientific study as to the necessity 
for a large American merchant marine. If such a body should 
find that a large merchant marine is a vital necessity, the asso- 
ciation says, then “we believe that our people could truly be 
made to become shipminded and would be willing to pay the 
necessary cost of supporting American ships in any adequate 
number and size.” 

“The people do not readily accept as fact what politicians 
and bureaucrats tell them about matters having to do with the 
expenditure of public funds,” says the association. 

Relative to government ownership versus private ownership 
of the merchant marine, the association says “there is nothing 
to indicate that any real support for a policy of public owner- 
ship of ships comes from any substantial source aside from those 
whose opinions are strongly colored by their personal interest 
in the perquisites of bureaucracy.” 

“We are now told,” the association says, “that the merchant 
marine is floundering and that unless we embark upon another 
phase of this enterprise, involving the still further expenditure 
of more untold millions in capital costs and in operating deficits, 
our merchant marine will perish. What assurance can the com- 
mittee give us that this new orgy of spending is to result any 
more favorably than has that which has already endured for 
eight years?” 

On the record made, the association contends, neither the 
Senate commerce committee nor the Shipping Board is justified 
in advocating “a continued policy of government ownership as 
a@ panacea for our maritime ills.” 

A survey should be made, the association says, to determine 
what “essential services” should be established, and that the 
real test of what is essential must be the question of whether 
or not such service is profitaable or may become so. 


“The board has apparently acted on the unwarranted as- 
sumption that if no services in certain trades existed, the estab- 
lishment of pioneer lines must be considered essential,” says the 
association. 


It is also contended in the letter that the Shipping Board 
could sell its lines, “but the board should not persist in requir- 
ing impossible conditions.” Continuing, the association says: 


There has been a great deal said in various quarters about the 
vital necessity of an American merchant marine, and it might be 
well, when a commitee of Congress again sees proper to make in- 
vestigations in the matter of ships, that along with the other forms 
of inquiry suggested in the foregoing, a broad and scientific inquiry 
be made into the question of just how seriously America really needs 
@ merchant marine and why. 

Most, if not all, of the declarations made along this line have 
been in the nature of obiter dicta. We do not remember ever to 
have seen a really scientific or logical exposition of the reasons for 
such declarations. Most pronouncements along this line are satis- 
fied with stating that an imposing array of ships are a necessity for 
our foreign trade expansion. Let us point out that the mere state- 
ment of this reason does not make it so. As a matter of fact, a study 
of our foreign trade movements over a series of decades does not bear 
out such a theory. 

In the ten year period ended in 1913, when our merchant marine 
in foreign trade was at its lowest ebb, American exports to all 
nations of the world, including South America, where we had prac- 
tically no American ships engaged, were growing in faster ratio 
to our previous ten years of exports than those of any other nation 
in the world. Never since the decade immediately preceding the 
Civil War has the United States had available for foreign commerce 
so large a fleet as since 1922, and yet our foreign commerce is show- 
ing a steady decline, with Great Britain and Germany rapidly winning 
back their markets in South America, the Far East and elsewhere. 


The changes in international trade movements are evidently 
brought about by fundamental economic conditions and relative pro- 
duction costs which have little or nothing to do with the availability 
of ships of a given nationality. The important thing is that there 
shall be ships to carry the cargoes offering, with freight rate sched- 
ules fixed in an open and uncontrolled market, as they have been 
_in the main always determined. 

The Shipping Board has endeavored to make political capital 
of the fact that mid-Western grain producers were said to have paid 
during the war an excess of several hundred millions of dollars for 
ocean freights, over and above the normal rate before the war. 
The only trouble with this reasoning is that, in the first place, the 
American farmer did not then, does not now and never will foot the 
bill for ocean freight on grain exports. This bill is paid by the 
consumer on the other side of the Atlantic. 

In the second place, there has never been anything in the history 
of freight rate schedules in ships of foreign, as against those of 
American registry, to indicate that if there had been available, let 
us say, 40 per cent of the world’s tonnage in American ships, ocean 
freight rates on grain or any other commodity would have been one 
single cent per cargo less than it was in a given period of time. 


American shipowners, including the American Shipping Board, 
charge all the traffic will bear, just as any other owner does. It is 
pertinent to point out that in 1920, when Great Britain and the Con- 
tinental nations were in dire need of American coal, and whereas 
the normal coal freight rates to Europe range from $2.50 to $3.50 
per ton, rates at that time soared as high as $10 per ton, and that 
the terms and conditions exacted by the Shipping Board were such 
that foreign tonnage could much more readily be chartered for this 
traffic than could American tonnage owned by the government. 

Had the Shipping Board been in real earnest about its much 
advertised desire to aid American trade, untold advantage in that 
direction could have been extended to our coal industry by the offer 
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of tonnage even a few dollars below the fanciful rates prevailing on 
coal to South America. As it was, British wholesalers of coal could 
readily purchase coal in America and freight it in foreign bottoms 
in competition with American exporters not familiar with the South 
American coal markets, and thus retain a secure grip on their normal 
market for British coal. 

These few citations of concrete and indisputable facts are given 
to encourage the conviction that some very definite and far-reaching 
inquiries into fundamental economic facts are necessary before we 
have any right to make even so generally accepted a statement as 
that so often seen and heard, that a large and imposing American 
merchant marine is a vital necessity to our welfare and that it is 
an indispensable adjunct of our foreign commerce, 


Chairman O’Connor, of the Shipping Board, replying to state- 
ments contained in the letter of the Maritime Association, said: 


I have read the resolution. If the members of the executive com- 
mittee who framed and passed this resolution will give their names 
and business connections to the public, with a brief description of 
the various flags which protect their interests, I think that the value 
of the resolution, if it ever had any, would be depreciated to a vanish- 
ing point. I have neither the time, nor the present inclination, to 
make a reply. I do observe, however, and it must be more than 
coincidence, that foreign shipping organs are now printing essentially 
the same criticisms of an American merchant marine which appear 
> oa resolution of the Maritime Association of the Port of New 

ork. 

This attack upon the American merchant marine really contains 
nothing new. Old ideas are dressed up in apparently new clothes, 
but even the clothes are old—merely dry-cleaned in London and 
sent to this country as new. The American Congress has been bom- 
barded by foreign pellets for a number of years, and I suppose that 
this bombardment will continue during the coming session. 

In the early fall I shall devote considerable time to making 
replies to both foreign and foreign inspired ‘‘American” criticisms 
of an American merchant marine. Some Americans belong in quota- 
tion marks, and perhaps it will be possible to put them there. 


OVERSEAS FREIGHT RATES 


The Traffic World New York Bureau 


Further improvement in the overseas charter markets has 
been recorded in the last week, with an increase in business 
and a moderate advance in rates. While the gains have not 
been evenly distributed, there has been a consistent upward 
trend in the grain and trans-Atlantic time charter sections. Coal 
and other trades have marked time. 

The stronger condition of the River Plate outward market 
has contributed materially to the better business here. Home- 
ward freights from the Argentine are being quoted at 25 shillings 
for prompt vessels and 24 shillings for September-October load- 
ing, an advance of ls. 6d. over recent levels. In consequence, 
chartering in the American trades has reflected activity, owners 
finding shippers more ready to pay increases in rates. As an 
instance, grain charters from Montreal show an increase to 
13 cents a hundred pounds to Antwerp-Rotterdam for August 
loading, 14 cents for September and 15 cents for October. The 
Mediterranean trades have been less active, but fixtures were 
reported at 16% cents for late August and early September 
from Montreal, and also 19 cents for October direct from Mon- 
treal. Business at Atlantic ports has continued quiet but 


-shippers appear disposed to trade if ship owners will offer a 


slight concession under Montreal rates. One charter was re- 
ported from Philadelphia to Antwerp-Rotterdam at 10 cents a 
100 pounds for August loading. 

The coal trade has been dormant because of the lack of 
demand due to the difficulty of placing American coal in foreign 
markets. <A part cargo was fixed at $2.00 a ton for September 
loading from Hampton Roads to Italy, and it is indicated that 
further business can be placed at $2.25. Only two fixtures were 
reported in the South American trade, one at $3.40 a ton for 
late August or early September for Santos, and the other a part 
cargo at $3.60 a ton for August loading for Rosario. 

There was a slight increase in sugar chartering but without 
any advance in rates. Lumber was also quiet. 

Organization of the Gulf Intercoastal Conference, a per- 
manent association of the four steamship lines operating in 
freight service between the Gulf and the Pacific Coast of North 
America, was announced when the conferees said their basic 
agreement and the draft of rules and regulations had been 
adopted. 

Neal M. Leach, of New Orleans, president of the Steele 
Steamship Co., was named as permanent chairman of the con- 
ference, and Edgar L. Throgmorton, of Gulfport, manager of 
the Redwood Lines, vice chairman. 

Gulfport was chosen as the headquarters of the organiza- 
tion. Lines forming the conference are the Transmarine, 
Luckenbach, Redwood, and Gulf-Pacific. 

Officials of lines operating in the Seattle-California trade 
are reported to be concerned over the possibility of a rate war 
resulting from the proposed entry of the Alaska Steamship 
Company into the trade this fall. It is said it may be necessary 
to reduce northbound rates to meet the situation. 

The Horn Line has joined the European Venezuelan Con- 
ference, according to an announcement by the agent of the line 
at Laguayra. It is reported that one of the conditions of the 
admission of the line into the conference is that it shall abandon 
calls at Havre. 

A committee was appointed at the Vancouver meeting of 
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Pacific Coast port authorities two weeks ago to consider the 
problem arising from competition of foreign tramp steamers 
in the North Atlantic-Far East trade. These vessels, it is al- 
leged, by virtue of low rates and special charters, are cutting 
into the business which formerly moved to the Orient by way 
of the regular trans-Pacific lines. 

Steamship officials have been surprised to receive word 
from agents at Los Angeles stating that the Collector of Cus- 
toms at that port is insisting that manifests in exact compli- 
ance with the federal regulations be filed for all ships entering 
there. This is a radical departure from the general practice 
and inquiry has been made of the Treasury Department as to 
the reason. 

It is provided in Article 110 of the Customs Regulations that 
the manifest must comply with the requirements of section 
431 of the tariff act of 1922. Article 110 further provides that 
any form of manifest may be accepted if containing the infor- 
mation required, though there is an official form provided by 
the Treasury Department and known as No. 7527. 

Few of the steamship companies or their agents at New 
York or any other port use the official form. It has been found 
easier to have a form for each line, both for the purpose of 
identification and to allow for setting down information peculiar 
to individual lines. This practice has been sanctioned by cus- 
toms officials generally because it has eliminated the necessity 
for keeping a large supply of blanks on hand, and the saving 
to the government in printing is considerable. 

While Los Angeles is the only port thus far to insist on the 
official form, the steamship companies are taking up the matter 
to see whether it is ‘the intention to extend ‘the order and, if 
possible, to have it revoked so long as general requirements 
are met. 


STAMP ON EXPORT SHIPMENTS 
The Trafic World New York Bureau 


At a conference in the offices of the Merchants’ Association, 
attended by E. A. Kelly, representing the ‘Shipping Board, 
George R. Browder, representing the Paperboard Industries As- 
sociation, J. H. Beek, executive secretary of the National In- 
dustrial Traffic League, and W. H. Chandler, manager of the 
traffic bureau of the Merchants’ Association, representing the 
Shippers’ Conference of Greater New York, the question of the 
stamp that is being used on bills of lading covering export 
shipments made in fiberboard or veneer wood containers was 
discussed. 

This subect has been one of negotiation between General 
Dalton, president of the Fleet Corporation, and Mr. Chandler 
for some months. As a result of the conference it was agreed 
that the Shipping Board, in conjunction with the North Atlantic- 
United Kingdom Freight Conference and the North Atlantic 
Continental Freight Conference, would cooperate with the box 
manufacturers, working jointly with the exporters chiefly in- 
terested in the use of fiberboard and veneer wood containers 
with a view to determining what specifications shall be adopted 
to govern the strength and construction of packages for different 
commodities, and, in this way, endeavor to arrive at some fair 
rule under which shippers complying with the package specifica- 
tions adopted may obtain clean bills of lading, while those 
whose packages do not comply with the specifications will either 
have their shipments refused or will receive a bill of lading 
indorsed so as to relieve the steamship of liability in the event 
of damage, not growing out of its negligence. 

Shippers do not recede from their position that, pending the 
conclusion of this investigation, the use of the stamp should 
be discontinued, except in those cases where it is obvious that 
the packing is insufficient. The representative of the Shipping 
Board was asked to take under consideration such action and 
to confer with the North Atlantic United Kingdom Freight Con- 
ference and the North Atlantic Continental Freight Conference, 
with a view to bringing about such an adjustmént. 


LATIN-AMERICAN TRADE 


With a view toward promoting Latin-American trade by 
bringing about closer contact and a better understanding among 
the peoples of the three Americas, the Pan-American Informa- 
tion Service has been established in New York, 81-83 Fulton 
street. 

According to C. C. Martin, director-treasurer, the service 
is non-political and non-profit making, and is in no sense a 
vehicle for free advertising or publicity for American enterprises. 

Newspaper articles relating to progress and development in 
the United States, written in Spanish and Portuguese, will be 
disseminated to the press of Latin-America. The items will 
cover educational, scientific, agricultural, banking, trade, and 
other subjects. Articles covering Latin-American subjects of 
similar nature will be sent to the press of the United States. 

“The organization expects,” said Mr. Martin, “to be of defi- 
nite value as a vehicle for giving expression to the views of 
prominent men on non-political matters relating to the three 
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Americas, and it offers its services freely to all nations of the 
western hemisphere. 

“Particularly in the matter of trade information, it is ex- 
pected that constructive work will be accomplished by the serv- 
ice. Every effort will be made to provide the citizens of Latin- 
America with information regarding trade outlets in this country, 
and American exporters will be advised fully of opportunities 
in the southern countries.” 

The men active in the organization have enjoyed close con- 
tact with Latin-America for many years. The supervision of 
the service is in the hands of C. C. Martin, of the National 
Paper and Type Company, New York, and Colonel C. B. Smith, 
executive secretary of the service. 

The advisory board consists of the following men, all of New 
York: Frank D. Waterman, of the L. E. Waterman Co., chair- 
man; A. B. Dod, Owens Bottle Co.; E. B. Filsinger, Lawrence 
& Co.; L. E. Freeman, Momsen & Freeman; E. J. Mehren, Mc- 
Graw-Hill Pub. Co., Inc.; R. G. Owens, American Manufacturers’ 
Export Assn.; G. R. Parker, American Exporters’ and Importers’ 
Assn.; C. W. Rice, American Society of Mechanical Engineers; 
Dr. J. T. Shotwell, Carnegie Endowment for International Peace; 
W. S. Swingle, National Association of Credit Men; Frank Van 
Leer, Jr., National Council of American Importers and Traders, 
Inc., and R. S. Willis, Huxley, Willis & Co. 


FOREIGN TRADE IN 1927 


“This is our greatest foreign trade year,” says the National 
Foreign Trade Council in issuing “Foreign Trade in 1927,” the 
proceedings of the Detroit National Foreign Trade Convention. 
“In the face of lowered prices on three-quarters of our exports 
during the past six months, our total export trade for the fiscal 
year ending June 30 last was $4,971,000,000, the largest American 
export figures attained since 1921.” The volume of these ex- 
ports is substantially greater than that of 1925, which was then 
the existing record in volume of American export trade. Count- 
ing imports, which amounted to $4,257,00,000, almost two and 
one-half times our annual imports just before the war, the 
foreign trade of the United States during the fiscal year 1926-27 
was $9,258,000,000, showing an export balance of $714,000,000 
and indicating a healthy increase of American trade with all 
parts of the world.” 

The Detroit convention, the report says, was one of the most 
practical foreign trade gatherings the Council has ever held. 
Among the 1,425 delegates who attended, 87 per cent, or 1,206, 
were executive officials of companies engaged in foreign trade 
business, including 228 presidents and chairmen of boards, 641 
managers, treasurers, vice-presidents, and other organization 
officials, and 337 advertising, export, sales, credit and traffic 
managers. 

The leading group of delegates was composed of 302 mant- 
facturers. Other important groups included 18] delegates from 
the transportation interests, 156 from the automotive industry, 
153 bankers, 147 officials of trade associations and chambers of 
commerce, 141 from the iron and steel machinery industries, 
141 professional and government delegates, and 93 from abroad. 
The delegates represented 32 states and 22 foreign countries 
and included 822 foreign traders who had not previously at- 
tended these conventions. 

The Canada session, which has been issued as a special 
pamphlet at the request of the several Canadian organizations 
participating, followed the precedent set last year at Charleston, 
of inviting Canadian foreign traders to address the entire body 
of American delegates. Mr. Farrell said in his introduction to 
this session: “There is plain speaking in the papers that fol- 
low, as it was the intention of the National Foreign Trade 
Council that our Canadian friends should come prepared to say 
exactly what was in thetir minds, and I welcome the fact that 
they have done so. There is, however, nothing that foreign 
traders, honestly seeking international viewpoints, can take 
amiss.” 

The discussions between the Canadian and American dele- 
gates, which aroused considerable interest at the convention, 
concerned the position of American branch factories in Canada, 
tariff rates as affecting trade on both sides of the border, the 
growth of the Canadian paper and pulp industry and water- 
power development and their growing effects on the American 
side, and the opportunities offered and accepted in the United 
States for investment in Canadian industries. 

Three other sections of the British Empire participated in 
the convention, which included addresses by John Joyce Brod- 
erick, commercial counselor of the British Embassy at Wash- 
ington, Eric H. Louw, commissioner for the Union of South 
Africa in the United States and Canada, and Lindsay Crawford, 
trade agent for the Irish Free State. 

Among the 48 addresses at the convention many are of 
permanent interest to the American business public vitally in- 
terested in foreign trade. The address of Ira A. Campbell, gen- 
eral counsel for the American Steamship Owners’ Association, 
stated the uncertainty among shipping interests as to the future 
program of the Shipping Board. Permanent government ownel- 
ship and operation would mean the end, Mr. Campbell said, of 
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CHICAGO DISTRICT 
Terminal Facilities 
OF THE CHICAGO & NORTH WESTERN RY. 

HE Chicago terminal district extends over an area of about 500 square miles. Commencing in the very heart 
of Chicago’s main business section, THE NORTH WESTERN LINE serves the northern half of this large ter- 
minal district. Here is located the UNION STOCK YARDS, the largest yard of its kind in the world, as well 
as the new SOUTH WATER FRUIT MARKET, served directly by the CHICAGO & NORTH WESTERN RY. 
The terminal facilities of the trains, 12,000 through cars. The Canada, offers you its complete 
Chicago & North Western Ry. are terminal yard at Proviso, when all services. Terminal facilities and 
an extremely important part of the reconstruction work as now main line transportation between 
this great section. planned is completed, will involve cities and towns in the United 
Twenty-three city stations and a total expenditure of $16,000,000, States are available which are of 
public team tracks are conveniently and will permit handling of 15,000 inestimable value to any concern 

located so as to create minimum cars per day and furnish total locating on this railroad. 
hauls between such facilities and track space for 22,900 cars. Anyone contemplating establish- 
various sections of the terminal The Proviso Yard is expressly designed ing an industry of any kind in the 
district. for bn —— of ee your —- states of Illinois, Wisconsin, Michi- 
: ; : i traffic in the most modern way with t gan, Iowa, Minnesota, Nebraska, 
m.... Ponty Bagg N. _ utmost of dispatch. Wyoming, or South Dakota, would 
Ry’s largest classification and The success or failure of your do well to communicate with any 
transfer yard, containing approxi- industry may depend to a large representative of this company for 
mately 1,250 acres. ‘The present extent upon whether or not it is information as to available sites or 
capacity is 8,790 through cars. To located advantageously from a facilities along the line of the 
further improve these facilities, transportation standpoint. A vast railroad whose slogan in freight 
work is progressing toward com- system of over 10,000 miles of its as well as passenger service 1S: 
pletion in the near future of ad- own railway, which, together with “The Best of Everything.” It has on its 
ditional tracks and transfer facili- its connections, affords quick dis- line at the present time more in- 
ties which will provide means for patch of freight to practically all dustries than any other western 

classifying and dispatching in road points in the United States and railroad. 
For travel information, reservations and tickets and full information regarding freight shipments, apply to 
H. W. BEYERS, Freight Traffic Manager C. A. Cairns, Passenger Traffic Manager 
226 W. Jackson Street, Chicago 226 W. Jackson Street, Chicago 


CHICAGO & NORTH WESTERN Ry. 


“The Best of Everything in the Best of the West” 
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American commercial aspiration on the seas and he stated the 
constructive program of the larger American shipping interests 
in meeting and averting this contingency as follows: 


The first step in a constructive program is to ascertain the facts 
regarding these unsold services. It can be done A the Shipping Board 
and the Department of Commerce, and it should be done by them. 
The initiative will have to come through the Shipping Board, be- 
cause the ships and services are within its control. If the Beard 
will but see the light, and give up for the time being its dream of 
entering upon a large new shipbuilding program, which will involve 
the expenditure of over a hundred million dollars, it can do a work 
that will justify its existence, and win the commendation of every 
citizen. Such a business survey as outlined will not only result in 
the disclosure of the facts pertaining to each particular service, 
viewed as a commercial business proposition, but will necessarily 
lead tot increased patronage of American ships by American business, 
thus reducing the losses now being met out of the public treasury. 

Furthermore, the same plan should be applied by the Shipping 
Board to the encouragement of new business for the services already 
sold. If these ships can be kept full of cargo in both directions, cer- 
tainly income can be increased, and the losses now aang taken 
and the aid required of the government, can be reduced. It would 
not be at all surprising if these governmental agencies applied them- 
selves to the task and aroused the latent interest which can easily 
be created by organized effort, that the differential between present 
failure and future success will be reduced to a minimum, if not en- 
tirely wiped out. 


James A. Farrell, chairman of the National Foreign Trade 
Council, made an appeal to those nations that are obliged to 


buy more than they sell from certain countries, owing to the . 


exigencies of trade. Speaking on the thesis, ‘The World Has 
Become One Market,’ as opposed to the phrase, “Buy from 
Those Who Buy from you,” Mr. Farrell said: 


When we come, hewever, to consider the balances of trade be- 
tween countries, there are other items which must be taken into ac- 
count, aside from the commodity balance of trade; more particularly, 
services, shipments of gold, and remittances in currency or credit 
documents from people in one country to relatives or others in other 
countries. The balance will be struck ultimately between total ex- 
changes of all kinds rather than between exchanges of goods alone. 
To reach that balance with any approximation to the truth, figures 
and estimates for all the world must be considered. 

The time has gone by when direct balances between separate 
nations can be struck accurately without reference to other coun- 
tries, or when these direct balances can be taken as a criterion of 
the actual trade positions of these countries. The world has become 
one market. It is a vast composite of many sections which, to suit 
our political convenience, we call empires, nations and countries, but 
which, in fact, in so far as trade is concerned, have been welded to- 
gether by the developments of recent years in those two fundamentals, 
transportation and communication. 

It is true we may make statements of account between two na- 
tions with practically accuracy. But it is as futile to seek to main- 
tain an even balance in the exchange of goods between any two 
nations of the world as it would be, for example, to demand that 
the trade of any two of our states should show an even balance. 
We may almost as reasonably talk of even trade between Rhode Island 
and Michigan as between the United States and Argentina, or between 
the United States and Great Britain. 


Other addresses of outstanding interest were: “Our For- 
eign Trade and Our Foreign Inveestment Policy,” by James S. 
Alexander, chairman of the board, National Bank of Commerce 
in New York; “Some Hopeful Aspects of Agriculture,” by ex- 
Governor James P. Goodrich, of Indiana; “The Oncoming Wave 
of Foreign Combinations,” by C. C. Martin, of the National Paper 
and Type Company; “Reciprocal Trade Treaties, by ex-Governor 
Eugene N. Foss, of Massachusetts; “The World’s Trade, Today 
and Tomorrow,” by Julius H. Barnes. 


Nine group sessions on banking, advertising, foreign credits, 
export policy, export practice, education for foreign trade, the 
share of inland industry in foreign trade, import problems and 
procedure, and obstacles to world trade are also included in 
the report, with discussions from the floor. 


A list of delegates present, together with the final declara- 
tion of the policy and principles adopted, and an index of 1,200 
items, complete the volume. 


PARCEL POST REGULATIONS 

Senders of parcels exchanged between the United States 
and El Salvador have the option of attaching a single set (com- 
posed of two) of customs declarations to only one parcel com- 
prised in a shipment mailed simultaneously by the same sender 
to the same addressee at one address, according to an announce- 
ment by W. Irving Glover, second assistant Postmaster-General. 

The postal administration of Australia has advised that 
parcel post packages addressed for delivery in Australia may 
now be sealed with wax, lead seals, or otherwise. 

Effective at once, parcel post packages up to a weight limit 
of 11 pounds will be accepted for delivery in Hedjaz and Nedjed 
and dependencies when prepaid at the postage rate of 14 cents 
for each pound or fraction thereof in addition to the following 
transit charges: 1 to 2 pounds, 66 cents; 3 to 7 pounds, $1.08; and 
8 to 11 pounds, $1.32. 

Effective at once, imitation and toy revolvers and pistols 
are prohibited in the regular and parcel post mails to British 
India. 

The postal administration of Mexico has advised that_rub- 
ber nipples are prohibited admission into that country in either 
the regular or parcel post mails. 

The Post Office Department has been informed that, on 
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July 1, Argentina and Ecuador put into effect the provisions of 
the Pan American Parcel Post Convention, and that on the same 
date the same countries and Cuba put into effect the provisions 
of the Pan American Principal Convention of Mexico, according 
to W. Irving Glover, Second Assistant Postmaster General. 


SHIP SALES ACTION 


Chairman O’Connor, of the Shipping Board, announced Au- 
gust 16 that the board had deferred until October the adver- 
tisement for sale of the America France Line and the American 
West African Line. 

The board approved the sale of the Potomac, an ex-enemy 
passenger vessel of about 11,000 deadewight tons, to Phillip 
Edward Ittmann, of New York, for $50,000 cash, “as is, where 
is.” The vessel is laid up at New York. 

Charter of a vessel to the Daughs Ship Crane Company 
was approved by the board. The company will install three 
patent cranes on the vessel for experimental purposes. 


DIESELIZATION BID ACCEPTED 


A bid of $416,000 submitted by the Bethlehem Shipbuilding 
Corporation for installation and other work in connection with 
the conversion to Diesel engine propulsion of the Wilscox, a 
Shipping Board vessel, has been accepted by the board. 


WATER RATES ON FURNITURE 


The I. C. Helmly Furniture Company, of Savannah, Ga., has 
filed with the Shipping Board a complaint against the Merchants 
& Miners Transportation Company, docket No. 41, assailing as 
unreasonable rates on shipments of articles of furniture from 
Savannah to Miami, Fla., because combination instead of through 
rates were charged. 


SHIP OPERATORS’ AGREEMENTS 


Revision of managing agency agreements under which Ship- 
ping Board vessels are operated, on which Fleet Corporation 
officials have been working since last December, may be made 
effective in the near future. The proposal to revise the agree- 
ments was announced last December. (See Traffic World, De- 
cember 18, 1926, p. 1438.) It was proposed to revise the agree- 
ments so that a minimum commission would be paid the oper- 
ators and provision be made for increasing the compensation 
of operators as they reduced losses. 

J. Caldwell Jenkins, vice-president of the Fleet Corporation 
in charge of administration, says no copies of tentative revised 
agreements have been made public or submitted to managing 
operators, but that views of the operators are being obtained. 
He says a final form of revised agreement may be drafted in 
the next few weeks, but that at this time there is nothing to 
be made public with reference thereto. 


ATTACKS INTERCOASTAL RULE 


In No. 42, the Columbia Mills, Inc., New York, vs. the Ameri- 
can-Hawaiian Steamship Company and the ten other members 
of the intercoastal conference, filed with the Shipping Board, 
the complainant has assailed rule 17 (b), application of carload 
rates, contained in the westbound minimum rate list No. 3, of 
the conference lines. The complainant manufactures and ships 
window shades and related articles. 

It is alleged in the complaint that respondents’ tariff rule 
providing that 10 cents a hundred pounds shall be added to the 
regular C. L. rate whenever a carload is comprised of L. C. L. 
shipments received from more than one shipper and/or recelv- 
ing ports, although moving on one steamer from one port to 
one consignee at one port of discharge, covered by one Dill of 
lading, whereas the 10-cent charge is not added when such 
carload consists of various L. C. L. shipments from one shipper 
at one shipping point, is in violation of sections 16 and 18 of 
the shipping act. It is alleged that the rule gives undue pref- 
ence to shippers able to ship carloads from one point and preju- 
dices shippers who cannot so ship. The board is asked to can- 
cel the rule providing for the 10-cent charge and award repara- 
tion. 

The Stewart Hartshorn Company has intervened against the 
rule in question. 


COLLISION DAMAGE CASES 


According to advices received at the’ Department of Justice, 
the government has lost, in the last week, two suits involving 
damages to vessels resulting from collision. 

In a suit brought by the Catskill Evening Line, owners of 
the steamer “Storm King,” against the United States, owners 
of the steamer “Overton,” damages were claimed against the 
government in the amount of $6,000 on account of the collision 
between those vessels in the Hudson River in October, 1924. 
The court found the government vessel “Overton” solely at 
fault for the collision, and damages will be assessed, after 
which a final decree of the court will be entered. 

James L. Richards, and others, owners of the barge “Hat 
tie,” brought a suit against the government on account of @ 
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collision with the dredge “Chinook” in January, 1923, in Hamp- 
ton Roads, Virginia. After the suit was instituted the owners 
of the complaining vessel offered to settle the case on the basis 
of 85 per cent of the provable damages. An investigation dis- 
closed that the army dredge was solely responsible for the 
action and the War Department concurred in the recommenda- 
tion of the United States attorney that the offer of the com- 
plaining owners be accepted. Damages were determined ir the 
amount of $1,516, and a final decree was entered in favor of 
the complaining vessel owners of this amount. 


c. Il. F. PRICES DESIRED IN PENANG 


The consistent submission of c. i. f., rather than f. 0. b. quo- 
tations, to dealers in Penang, Straits Settlements, would greatly 
facilitate the sale of American products in the markets of 
northern Malaya, according to Vice-Consul Samuel G. Ebling, 
says a report made public by the Department of Commerce. 
Insistence upon f. o. b. quotations sometimes causes the loss 
of a transaction which otherwise would be successfully con- 
summated, says the report. 


WILLIAMS LINE SERVICE 


The Williams Steamship Company, Inc., has acquired the 
steamers, Oregon, Western Glen, and Westmead, to be placed in 
its intercoastal service, increasing its fleet to ten steamers, 
enabling it to put on a ten-day service beginning in September. 
The Oregon will be renamed the Willbabco, the Western Glen 
renamed Willwello, and the Westmead renamd Willanglo. The 
Oregon was recently operated by the United American Line in 
the intercoastal trade. The Western Glen and Westmead have 
been bought from the Shipping Board and are to be converted 
into oil burners and reconditioned and equipped. 

The Williams Line will reduce its running time from coast 
to coast from twenty to seventeen and a half days. 


MEXICAN FRUIT WORM QUARANTINE 


Movement of fruit from the. district in Texas infested by 
the Mexican fruit worm will be governed on and after August 
15 by quarantine regulations promulgated by Secretary of Agri- 
culture William M. Jardine. The territory placed under quar- 
antine consists of Cameron, Hidalgo and Willacy counties in 
the lower Rio Grande Valley in Texas. The products affected 
include grapefruit, oranges, and all other citrus fruits except 
lemons and sour limes; also peaches, apples, pears, plums,, man- 
goes, sapotas, quinces, apricots, mameys, ciruelas and guavas. 
None of these may be shipped from the regulated areas, except 
grapefruit and certain other approved fruits which may be 
shipped under permits issued by the Department of Agriculture. 


‘ 


PANAMA CANAL TRAFFIC 


In July, 509 commercial vessels transited the Panama 
Canal, paying tolls of $2,215,515.99, including $3,400.54 collected 
on a supplemental bill for a transit in a previous month, accord- 
ing to the Panama Canal Record. With respect to the number 
of commercial transits, July was the largest month since the 
opening of the canal. Tolls collection was the fourth highest 
in the history of the canal. 

In June, 109 tank ships transited the canal, with an aggre- 
gate net tonnage, Panama Canal measurement, of 595,946, on 
which tolls of $519,992.37 were collected. In point of net ton- 
nage, tanker traffic for the past month showed an increase 
of approximately 1.8 per cent over the same traffic for the cor- 
responding month a year ago, while cargo tonnage showed a 
decrease of approximately 4.4 per cent under the same tonnage 
of June, 1926. 

Tank ships comprised 23.9 per cent of the total commercial 
transits of the canal during the month; made up approximately 
26.3 per cent of the total Panama Canal net tonnage; were the 
source of 26.5 per cent of the tolls collected; and carried ap- 
proximately 25.4 per cent of the total cargo in transit through 
the canal. 


AIRPLANE-SHIP SERVICE 


Chairman O’Connor, of the Shipping Board, has announced 
a plan for the delivery of mail to the deck of the Leviathan 
some hundreds of miles at sea on her next eastbound voyage. 
The Leviathan will leave her dock in New York on the morning 
of August 20 and early the next day a United States Navy air- 
plane will leave Boston so as to overhaul the Leviathan about 
510 miles from New York and drop on her decks two sacks of 
United States mail. The distance which the plane will fly from 
Boston will be about 375 miles. 

The plan was formulated at a conference in the office of 
Postmaster-General New attended by Actig Secretary Robinson, 
of the Navy, the Postmaster-General, Assistant Postmaster- 
General Glover, and Commissioner Teller, of the board. Mr. 
O’Connor, who suggested the plan, said that this shore-to-ship 
service experiment would be followed as soon as practicable 
by a ship-to-shore experiment on the other side of the Atlantic. 

“The project,” said Postmaster-General New, “is to be re- 
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garded purely in the light of an experiment and no important 
mail is expected or desired. The capacity of the plane will 
positively not permit the acceptance of more than 100 pounds 
of mail, for which reason the Post Office Department must exer. 
cise its discretion in the acceptance of any and all mail tendered. 

“Postage will be charaged at the rate of ten cents per half 
ounce, plus the postage to the country for which the mail is 
destined. If successfully delivered to the Leviathan, these let- 
ters will then be treated as ship mail, receiving cancellation of 
the Steamship Leviathan Seapost.” 


COMMERCIAL AVIATION 


“An interesting light on the extent of commercial aviation 
in this country is thrown by the American Aircraft Directory,” 
says the Aviation Publishing Corporation, New York, N. Y. 
“The magnitude of the industry in the United States, as re. 
flected by the listings and compilations in the directory, is far 
beyond the general conception. Because the activities are 
widely scattered it is not generally realized that, during 1924. 
long before the present wave of popular interest in aviation 
swept the country, there were in operation in the United States 
433 commercial air service and transport companies, and that 
these companies carried 387,852 passengers, transported 792,678 
pounds of freight, trained more than 1,200 students and kept 
1,144 airplanes in service. These activities, of course, do not 
include the operations or demands of the military air services, 

“The wide scope of commercial aviation activities is shown 
in the directory. Five hundred landing fields are described. 
There are 53 operating firms engaged in aerial surveying, map- 
ping and photography. One hundred and eighty-six flying schools, 
most of them in the middle west, are listed. There are 22 aerial 
circus and exhibition concerns, and in the newly developed 
aerial business of crop dusting by airplane, eleven flying com- 
panies are engaged. Some 300 operators carry passengers or 
freight for hire. There are listed 66 builders of airplanes and 
23 builders of engines, covering a wide range of activity from 
the extensive long established plants, whose products are known 
the world over, to the small plants whose output is limited to 
ten or a dozen commercial jobs a year. These listings are by 
states and cities and include the names of the officials, as well 
as the products or activities of the companies. 

“A compilation in the directory shows 1,200 commercial 
planes in use on January 1, 1927. Airplane exports during 1926 
are shown to have aggregated $1,039,284, of which airplane mo- 


tors represented $581,958, airplanes $307,095, and airplane parts 
and accessories $145,160.” 


GRADE CROSSING ACCIDENTS 


Reports filed by the railroads with the Commission show 
that 668 persons lost their lives in grade crossing accidents in 
the first four months of 1927, says the American Railway Asso- 
ciation. This is a decrease of three compared with the total 
fatalities for the corresponding period in 1926. Two thousand 
persons were injured in grade crossing accidents in the four 
months’ period this year, compared with 2,062 in the first four 
months last year. Reports showed 1,746 highway grade cross- 
ing accidents from January 1 until May 1, this year, compared 
with 1,761 for the same period last year, or a decrease of 15 
accidents. Continuing, the association says: 

The railroads of this country, through the American Railway As- 
sociation, are conducting an intensive campaign in an effort to im- 
press upon the public the necessity for greater care being exercised 
in passing over highway grade crossings. At the same time the rail 
carriers are continuing their efforts to provide greater safety at such 
crossings and improve means of warning the public of approaching 
trains. In view of the fact that more than twenty-two million auto- 
mobiles are now in use and the number constantly increasing, the 
hazard from such accidents is annually becoming greater. It is only 
through the cooperation of the public and the railroads that a re- 
duction in highway grade crossing accidents can be realized, especially 
in view of the fact that the elimination of such crossings is both 
physically and financially impossible. 


CHAMBER OF COMMERCE MEETING 


The part organized business is to play in the forthcoming 
year in the solution of outstanding economic problems such as 
merchant marine, flood control, taxation and agriculture will 
be shaped at a meeting of the national councillors, committees 
and board of directors of the Chamber of Commerce of the 
United States to be held at West Baden Springs, Ind., October 
15 to 18, according to an announcement this week by the cham 
ber. Virtually all the more important problems with which 
Congress is expected to deal in the coming session will come 
up for discussion. Such subjects as aeronautics, foreign com: 
merce, domestic distribution, natural resources, transportation 
and communication, and civic development will be considered 
by committees. The only formal address at the conference 
will be delivered by Lewis E. Pierson, of New York, president 
of the chamber. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for June, 
1927, shows: 21,579 cars held overtime, a percentage of 07.66— 
as against. 23,501 cars—a percentage of 07.99—for June, 1926. 
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HOUSTON, TEXAS 








The opening of this Terminal marks the completion of 
the largest and most up-to-date dry and cold storage ware- 
house in the entire South, located on the upper channel in 
the heart of the wholesale jobbing district, within three 
blocks of the retail business district, and within two blocks 
of the principal railroad freight terminals. 

The building contains 300,000 square feet of dry stor- 
age, 750,000 cubic feet of cold storage, sprinklers through- 
out, lowest insurance rates, well lighted office and desk 


President 


Houston Terminal Warehouse & Cold Storage Co. 


space available, 18 car spot, with barge service from 
shipside to its doors. 

Financing on our warehouse receipts can be arranged 
if desired. 

Seventeen railroads and 52 steamship lines make it the 
logical point of distribution for the entire southwest. 

We invite inquiries relative to your warehousing and 
distribution problems, and the special advantages offered 
by Houston. 


Gen’! Manager 
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MEXICAN RAILWAY—VERA CRUZ ROUTE 
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}23 Hours 
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NEW ORLEANS—Cuyamel Line 
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Through Bills of Lading Issued by Steamship Lines to All Destinations on Mexican Railway. 
MEXICAN RAILWAY COMPANY 


G. W. WEST, General Freight and Passenger Agent 
Apartado No. 68 Bis, Mexico City 


Marquette Building, Chicago 


W. F. PATON, General Agent 
82 Beaver Street; New York 
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Personal Notes 


W. E. Butterbaugh, director of education, traffic manage- 
ment department, La Salle Extension University, Chicago, and 
chairman of the educational committee of the Associated Traffic 
clubs of America, will make an address at the convention of 
the Pacific Foreign Trade Council in Seattle next month on 
“ways of regaining for Pacific ports the traffic between the Far 
East and the United States that, in recent years, has been di- 
verted to Atlantic ports.” On September 12 he will address 
the Los Angeles Transportation Club on the educational pro- 
gram of the Associated Traffic Clubs of America and the bene- 
fits derived from membership in the national association. He 
will address the Pacific Traffic Association September 13. 

S. E. Davis has been appointed commercial agent of the 
Louisiana & Arkansas and the Mississippi Central, at Houston. 

C. E. Gorman has been appointed traveling freight agent of 
the Norfolk & Western at Chattanooga, succeeding B. T. Shepard. 

The office of W. W. Weller, traffic manager, Weyerhaeuser 
Timber Company has been moved from Baltimore to Port New- 
ark, N. J. 

Peter J. McKenna has been appointed a vice-president of 
the College of Advanced Traffic, at Chicago. 

John M. Hencken, formerly operating manager of the Mc- 
Cormick Steamship Company, has been appointed shipping 
manager of the Charles R. McCormick Lumber Company. Joseph 
A. Lunny,. formerly assistant operating manager of the steam- 
ship company, has been appointe@ operating manager. 

F. E. Reeves, manager of the traffic and transportation de- 
partment of the Detroit Coal Exchange, has been appointed a 
member of the committee on diversion and reconsignment of 
the National Industrial Traffic League, by President Childe, to 
fill the vacancy caused by the resignation of W. S. Phippen. 

Edward F. Leuchtmann has been appointed chief of the 
tariff bureau of the Michigan Central, succeeding C. A. Hunt, 
resigned to accept service with another company. 

Louis W. Hughes has been appointed commercial agent, 
Erie, at Los Angeles. Harry F. Studt has been appointed com- 
mercial agent at Kansas City, succeeding Mr. Hughes. John C. 
Bannatyne has been appointed commercial agent at San Fran- 
cisco, succeeding W. M. Biggerstaff, who died. Howard R. Far- 
rell has been appointed traveling freight agent at Huntington, 
Ind. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of New York will hold a golf outing at 
the Lakeville Golf and Country Club, Great Neck, L. I., August 25. 


The Traffic Club of Tulsa is holding its second’ annual 
fall golf tournament. A qualifying round of 18 holes must be 
played on the Kennedy Golf Course before September 6. Four 
flights of match play on any Tulsa course will follow that, the 
first to be played off between September 9 and 15, inclusive; 
the second, September 17 to 22, the third September 24 to 29, 
and the “finals” October 1 to 8. There will be sixteen players 
in each flight and prizes will be awarded the winner and runner- 
up in each. 


The Pacific Traffic Association held an “Aviation Night” at 
the Hotel Oakland, Oakland, Calif., August 16. Lt. George 
Noville, Commander Byrd’s co-pilot and radio engineer on both 
the trans-Atlantic and arctic flights, told of experiences in con- 
nection with those expeditions. F. T. Letchfield, consulting 
engineer of the Wells Fargo Bank and Union Trust Company 
and vice-president of the local chapter of the National Aero- 
nautical Association, outlined the historical development and 
present status of aviation. “Problems of Air Transportation” 
was the subject of Willard G. Herron, vice-president in charge 
of traffic, of the Boeing Air Transport Company. Prominent 
flyers and others interested in aviation were present. 


One hundred and twenty-seven participated in the golf tour- 
nament of the Traffic Club of Pittsburgh at the Highland Coun- 
try Club August 15. Prizes were awarded winners, in the three 
classes into which the players were put, for low gross and low 
net scores. The following were winners: H. M. Reed, vice- 
president, Standard Sanitary Manufacturing Company; R. H. 
Doutt, division freight agent, N. Y. C.; J. F. Hennessy, Jr., gen- 
eral freight agent, M. K. & T., St. Louis; S. J. Witt, general 
freight agent, A. C. & Y., Akron; H. D. McKnight, traffic man- 
ager, Newton Steel Company, Youngstown; N. G. Campbell, 
assistant freight traffic manager, Central of New Jersey, Phila- 
delphia; H. M. Corbett, general agent, M. & St. L.; and M. H. 
Jacobs, general freight agent, Western Maryland. 


The Cooperative Traffic Association of New York will hold 
its first meeting of the season September 8. Joseph H. Donnell, 
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chief of staff, railway and traffic department, La Salle Extension 
University, will lecture. Nominations for officers will be opened. 


The Traffic Club of Jacksonville and the Transportation Club 
of Seattle have made application for membership in the Asso- 
ciated Traffic Clubs of America. The applications will be placed 
before the board of directors of the national organization for a 
mail vote. 


TRAFFIC EDUCATION 


Editor The Traffic World: 

Having followed with interest the several articles under the 
title “Traffic Education,” published in The Traffic World re. 
cently, I thought it might be of interest to some of the con- 
tributors to get the viewpoint of one who is not in the T. M. 
or G. T. M. class (at least at present) but who has hopes. 

After several years of practical traffic experience (indus- 
trial), I thought it would do no harm to matriculate for a cor- 
respondence course in traffic, so, after deciding on a reputable 
institution, I did so. At first I thought, perhaps, there might 
be a “few” points I had missed in my experience and the course 
would act as a post-graduate process. 

After about the first month, I decided that there were “quite 
a few” points that I had missed and about three months later 
it dawned on me that my traffic knowledge was almost nil. 
I am speaking of traffic in the full sense of the word. What a 
revelation! 

Could it have been possible that I could climb the traffic 
ladder (like thousands are trying) by holding on to my practical 
experience alone? My answer is no. I rate myself among the 
average intelligent clerks, but am positive that I learned in 
one year, through scientific training, what fifteen years of prac- 
tical experience alone would doubtfully produce. 

My knowledge of traffic was increased at least five hundred 
per cent and the result of this has been reflected in my work. 
I am not doing a press agent stunt for any institution by any 
means. 

The point I wish to bring out is this: Experience has shown 
me that a foundation of fundamentals, based on scientific train- 
ing plus conscientious practical application, is absolutely essen- 
tial to the traffic man who would get the most out of his work 
in the shortest length of time, and at the same time give his 
employer, in return, an increased service and the maximum 
return on his investment in the traffic department. 

I wonder how many T. M.’s or G. T. M.’s out of a random 
one hundred would flunk on, say, one hundred questions involv- 
ing rate structures and the interstate commerce act, gleaned 
from a reputable course in traffic? Or, what have you? 

Kansas City, Mo., Aug. 16, 1927. E. C. Peterson. 


Editor The Traffic World: 

Your editorials and the various letters from traffic men, 
published in your Open Forum, in reference to traffic education, 
have certainly been very interesting and should give all traffic 
men real food for thought. This is a great movement and 
should be supported by all deep thinking traffic men. We can 
not place the standard of our profession too high and, per- 
sonally, I would like very much to see such a bill as was intro- 
duced in the legislature of Alabama, passed by the legislature of 
Virginia. 


I note with regret the rising tide of suspicion that we see 
from some of our traffic men. This is no doubt caused by the 
fact that the traffic educational program of the Associated 
Traffic Clubs of America, was initiated by a representative of a 
traffic school. We very naturally suspect that this was done 
with a selfish motive. Certainly, if I were to ask the Associated 
Traffic Clubs of America to indorse some campaign for selling 
more groceries, someone would say that my object was to find 
more business for the D. Pender Grocery Company, and that I 
was only using the Associated Traffic Clubs as a “cat’s paw.” 
It is very unfortunate that this campaign was not initiated by 
someone who was totally disinterested. 


I do not mean for a moment to discount the traffic 
courses of our various extension universities. I, personally, am 
a graduate of one of the extension universities and require every 
man in my office to take the same course, as they give a cel- 
tain technical training which cannot be’ derived elsewhere but 
I do seriously criticize the policy of some of these extension 
universities. They have men all over the country, working 02 
commission, selling traffic courses, and they are not at all 
careful what statements they make in order to sell a course. 
These men will sell a traffic course wherever possible in order 
to make this commission and 4 great many of the men to whom 
they sell these courses never complete them, or, if they do com- 
plete them, never have an opportunity to use their training, 45 
they are in some other line of business and are entirely unfitted 
for traffic work. These solicitors are even now going over the 
country and making capital of the activities of their repre 
sentatives in the Associated Traffic Clubs and are selling courses 
to men and boys who have no more use for them than “a Pig 
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NEW YORK 


W. H. Townsend, G. E. F. & P. A., 
225 Broadway, 
Phone: Whitehall 9457. 


PITTSBURGH 
C. E. Scott, Commercial Agent, 


1110 Bessemer Building, 
Phone: Atlantic 1888. Phones: 1302 and 1308. 
DETROIT FORT WORTH 
Geo. L. Leitner, Commercial Agent, F AST FREIGHT R. C. Hatfield, A. G. F. A. 
10-250 General Motors Building, 601 W. T. Waggoner Building, 
Phone: Northway 3410. Phones: 3-1320 and 3-1329. 
CHICAGO DALLAS 



















CORSICANA 


N. C. Pinkston, 
Commercial Agent, 
Phones: 6 and 7. 









TYLER 


A. G. St. John, 
Commercial Agent, 



































































F. W. Christopher, Commercial Agt., DENVER J. R. Mockbee, A. G. F. A., 
928 National Life Building, 80814, Commerce Street, 
Phones: State 6481 and 6890. F. I. Smith, Commercial Agent, Phones: 2-2965 and 2-7648. 
402 Boston Building, 
CINCINNATI Phone: Main 8263. GREENVILLE 
R. W. Byrne, Commercial Agent, H. C. Park, 
510 Traction Building, SAN FRANCISCO Commercial Agent, 
Phone: Main 1499, E. A. Senneff, Commercial Agent Phones: 45 and 787. 


hone: Dougl % 
H. J. Flynn, Sol. Freight Agent, Phone: Douglas 4150 


703 Republic Building, 
Phone: Main 320. 


H. P. Irvin, 


LOS ANGELES a 


A. W. Reese, P. C. A., 
ST. LOUIS 345 Pacific Electric Building, MT. PLEASANT 
J. K. James, Commercial Agent, Phone: Vandike 9381. Mrs. R. F. Lindsay, 
Buder Building, Commercial Agent, 
Phone: Main 3610. EL PASO Phone: 90. 
W. R. Cunningham, Jr., Com’l Agent, 
CAIRO, ILL. . 207 Railway Exchange Building, TEXARKA NA 
T. R. Challenor, Commercial Agent, Phone: Main 4019. J. R. Gunter, Commercial Agent, 
509 Ohio Avenue, 214 State Bank Building, 
Phone: Home 222—Bell 60. SAN ANTONIO Phone: 78. 
MEMPHIS L. J. Hausman, Commercial Agent, SHREVEPORT 
W. D. May, Commercial Agent, 308 Gunter Building, - J. T. Ferguson, Commercial Agent, 
1318 Exchange Building, Phone: Crockett 662. 308 Milam Street, 
Phone: 6-7418. Phone: 3673. 
HOUSTON 
ATLANTA R. A. Irving, Commercial Agent, PINE BLUFF 
T. A. McDonough, Commercial Agent, 501 Cotton Exchange Building, Edwin Stewart, D. F. A. 
821 Healey Building, Phone: Preston 3687. 611 National Building, 
Phone: Walnut 0-631. Phone: 701. 
NEW ORLEANS asc oucnyelecm LITTLE ROCK 
S. C. Yeaman, Commercial Agent, C R. M. oe ‘ A. H. Merck, A. G. F. A., 
604 Whitney Central Building, -_ 9 * ie , 208 Gazette Building, 
Phone: Main 1816. Phone: 269. Phones: Main 6148 and 6149. 













KANSAS CITY WACO PARAGOULD 
F, E. Rownd, Commercial Agent, H. A. Klein, Div. Freight Agent, M. B. Hatfield, Commercial Agent, 
301 Railway Exchange Building, 408 Franklin Street, 99 East Court Street, 
Phone: Main 3357. Phone: 77. _ Phone: 181. 


ST. LOUIS SOUTHWESTERN RAILWAY LINES 


Daniel Upthegrove, President 
J. D. Watson, General Traffic Manager R. P. Harrington, Assistant Freight Traffic Manager 
W. F. Knobeloch, Assistant Freight Traffic Manager A. J. Lehman, Assistant Freight Traffic Manager 
H. D. Landry, General Freight Agent, 


ST. LOUIS, MISSOURI 


John F. Lehane, Vice-President in Charge of Traffic W. F. Murray, General Freight Agent 
TYLER, TEXAS 
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for a powder puff.” These universities maintain so-called place- 
ment departments, which are simply jokes, as they cannot place 
even a small percentage of the men which they graduate. These 
solicitors have been very active in Virginia and our state is 
flooded with young men who are traffic graduates of an ex- 
tension university, who will never be able to apply their traffic 
courses. 

If the program of traffic education of the Associated Traffic 
Clubs of America can be divorced from the extension uni- 
versities, I do not think you will find a single opponent and it 
will go over fine. As long as the present men are at the head 
of this program, you will find opposition from a great many 
quarters. I would like to see the Associated Traffic Clubs of 
America give this side of the question some consideration at 
its next meeting. 

After all, the best education I know of for a traffic man, 
after he has had some experience and gets into harness, is to 
read The Traffic World. If he will do this conscientiously and 
intelligently he will go a long way toward educating himself. 

W. B. Jester, Traffic Manager, 
D. Pender Grocery Company. 
Norfolk, Va., Aug. 16, 1927. 





The writer of the above letter is not logical. He asserts that 
extension universities that teach traffic are valuable and that he 
insists on every man in his office taking such a course, and then 
condemns the educational program of the Associated Traffic Clubs 
of America because it is sponsored by representatives of extension 
universities. Moreover, he is not correct as to his facts. The traffic 
club program was formulated, it is true, by a man who is connected 
with an extension university, but his committee is made up of many 
fine men, representing both traffic and college departments. He is 
the only correspondence school man on the committee, that we 
know of. If he himself is a man of standing, and his business; as 
Mr. Jester admits, is legitimate and valuable, why should the educa- 
tional program be condemned because some men in the same line 
of business do not observe a proper code of ethics? We may know 
of some railroads and some grocers that are not ethical, but we 
do not condemn railroads or grocers as a whole on that account, 
and certainly we would not condemn a program prepared and en- 
dorsed by many men representing many interests because there was 
a grocer or a railroad man among them and we knew of some grocers 
and some railroad men that were not above reproach. Hither the 
program in question is good or it is not. What difference does it 
make who started it, who is for it, or who is against it? Cannot 
men think and decide for themselves?—Editor The Traffic World. 


EFFICIENT SEALING 


Merchandise loss and damage has been reduced more than 
fifty per cent in the last five years, and a large part of that 
saving has been accomplished through the use of improved 
containers and more efficient methods of sealing, according to 
an educational circular on the methods of sealing fiber con- 
tainers issued by the American Railway Association and the 
American Railway Express Company. No shipping container is 
stronger than its closure, and the highest priced, best built 
corrugated or solid fiber container cannot carry its contents 
safely nor make a good appearance at the end of the journey 
unless it is properly sealed, it says. 

The circular stresses the importance of sealing the hori- 
zontal edges and the corners of the container with gummed 
tape. Experiments conducted in the U. S. Forest Products 
Laboratories and others, it says, show that the container so 
treated has materially increased resistance to transportation 
hazards. The fact that the corners and edges of the container 
are the weakest as well as most exposed spots accounts for 
the valuable results of that sort of reinforcement—a strip of 
sealing tape properly applied practically becoming a part of 
the container, it says. It cautions against efforts to effect 
economies either by the use of an inferior tape or speeding 
the process of applying it up to a point that will result in im- 
proper application. 

In a second circular issued by the same organization the 
importance of proper sealing of the flaps on containers is em- 
phasized. A glue that spreads evenly, a proper meeting of 
the flaps, and the application of the pressure necessary to in- 
sure “setting,” are the points stressed. 


JOHN BULL TO STEAM AGAIN 


The locomotive John Bull, property of the Pennsylvania 
Railroad, on permanent exhibition, however, in the Smithsonian 
Institution in Washington, one of the oldest locomotives in the 
country, is to be shown at the Baltimore & Ohio’s centennial 
celebration at Halethorpe, Md., from September 24 to October 8. 
It is said the John Bull, built at the shops of George Stephenson 
& Son, in England, in 1831, is the oldest complete locomotive 
in the United States today. To the eye of the layman the long 
pilot, ‘“cow-catcher,” is the distinguishing feature of the’ relic. 
The engine was in active service from 1831 to 1865. It was 
built for the Camden & Amboy railroad, now a part of the 
Pennsylvania system. 

Before going to Halethorpe, under its own steam, the John 
Bull is to be overhauled in the Altoona locomotive shops of the 
proprietary company. Its boiler has not had steam in it since 
1893, the year the engine was on exhibition at the Chicago 
World’s Fair. At that time it was supposed that the old engine, 
which made the trip under its own power, would not again make 
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an appearance outside the National Museum, which is under 
the administration of the Smithsonian Institution. The John 
Bull has been in the museum since 1885. 

To show old-time railroad equipment at Halethorpe, the 
Baltimore & Ohio has constructed a five-mile circular track. 

The Smithsonian Institution is contributing, among other 
things, for use in the Baltimore & Ohio’s celebration, an old 
ox cart, the wheels of which are solid parts of logs about six 
feet in diameter. The wheels are about five inches thick. To 
haul it, even on fairly good roads, with but little lading, would 
make a yoke of oxen do some straining. 


NEW WAREHOUSE AT HOUSTON 


The opening of the Houston Terminal Warehouse and Cold 
Storage Company marks the completion of what is said to be 
the largest combination terminal warehouse in the south. The 
building, containing 300,000 square feet of dry storage and 750,000 
cubic feet of cold storage, is on the upper channel in the heart 
of Houston, on the main thoroughfare between the wholesale 
jobbing section on the north and the produce, retail, and bank- 
ing districts on the south. It is three blocks from the Court 
House, across the street from the new Southern Pacific freight 
terminal, and two blocks from the Missouri Pacific and the M. K. 
& T. freight stations. It is of modern concrete construction, 
spriklers throughout, low insurance rates, adequate railroad fa- 
cilities (18 car spot), with barge service from shipsideé to its 
doors. 

The company is prepared to perform all services required 
after the merchandise leave the plant, except selling the goods. 
It will supply its patron’s representative with office or desk 
space in the building, and with him, act as a branch. It per- 
forms such special services as placing insurance, issuing ware- 
house receipts, bills of lading, handling sight drafts and collec- 
tions, making deliveries to the trade on order on open account 
when credit list is furnished, filing claims, weighing, recoopering, 
reconditioning, stenciling, and sampling. It specializes in the 
distribution of merchandise for Houston and the entire south- 
western territory. Its warehouse receipts are recognized by 
Houston banks, and financing on merchandise in storage can be 
arranged. 

The First National Company bought all the bonds of this 
enterprise. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended August 13 totaled 18,486 cars as compared with 17,940 
cars (revised) the preceding week, and 21,432 cars in the cor- 
responding period of 1926, according to the Bureau of Agricul- 
tural Economics of the Department of Agriculture. 

For the first time in a month, according to the bureau, the 
weekly movement of important fruits and vegetables exceeded 
that of the preceding week. Shipments likely will continue to 
gain until the annual peak is reached in October. Heavier 
movement of potatoes, peaches, pears, cantaloupes and grapes 
was chiefly responsible for the higher record last week. 

The bureau remarked in its report that larger and better 
terminal facilities were being provided for the fruit and vege- 
table trade in many markets. Chicago has opened a new pro- 
duce terminal, and Boston and Philadelphia are better equipped 
than ever before to handle a large volume of perishables, ac- 
cording to the bureau. Shipments the week ended August 13 
were reported as follows: 


Apples, 617 cars; cabbage, 197 cars; cantaloupes, 1,058 cars; cauli- 
flower, 7 cars; celery, 127 cars; cherries, 12 cars; cucumbers, 152 cars; 
eggplant, 21 cars; grapefruit, 18 cars; grapes, 886 cars; green peas, 
89 cars; lemons, 175 cars; lettuce, 920 cars; miscellaneous melons, 
466 cars; mixed citrus fruit, 26 cars; mixed deciduous fruit, 455 cars; 
mixed vegetables, 741 cars; onions, 389 cars; oranges, 900 cars; peaches, 
3,429 cars; pears, 1,438 cars; peppers, 23 cars; plums and prunes, 127 
cars; string beans, 10 cars; sweet potatoes, 318 cars; tomafoes, 316 
cars; watermelons, 1,335 cars; potatoes, 4,234 cars. 





NEW COMPLAINTS FILED 


No. 18725. Sub. No. 1. The Ceramic Traffic Association, Trenton, N. 
J., vs. Pennsylvania et al. 

Rates and charges in violation of sections 1 and 8 of the act, 
on glass sand or flint sand and ground flint from Mapleton, 
Horningford, Granville, McVeytown, and other Pennsylvania 
points, from Berkeley Springs and other West Virginia points, to 
Camden, Trenton and other New Jersey points and Morrisville, 
Pa. Asks rates for future and reparation. 

No. 19732. Sub. No. 4. Huron (S. D.) Chamber of Commerce VS. 
Cc. M. & St. P. et al. 

Rates in violation of sections 1 and 83 of the act, on fruits and 
vegetables from points in Missouri, Arkansas, Oklahoma, Texas 
= Louisiana to Huron, S. D. Asks rates for future and repara- 
ion. 

No, 19919. Waste Material Dealers’ Association of Arkansas et al. 
Pine Bluff, Ark., vs. C. R. I. & P. et al. 

Unreasonable rates and charges on scrap iron between points 
in Arkansas on state and interstate traffic, and between points in 
Arkansas on one hand and Memphis, Tenn., St. Louis, Mo., Chi- 
cago, Ill., and Alton, Ill., and points taking same rates or basing 
thereon, on the other hand. Asks rates for future and reparation. 

No. 19921. Heywood- Wakefield Co., Boston, Mass., vs, Ann Arbor et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on cane, rattan and reed products from and to points within 
Official, Southern and Western classification territories; alleges 

preferential rates on willow. Asks ratings, rates and charges for 
future and reparation. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, re 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience i 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. : : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 

Traffic Service Corporation, Mills Building, Washington, D.C. 


Tariff Interpretation—Minimum Weights 


Louisiana.—Question: S. W. L. Tariff No. 126 J. E. Johan- 
sen’s I. C. C. No. 1731, item No. 15-B, provides that asphalt and 
other petroleum products referred to, when loaded in tank cars, 
in a heated condition shall be charged for on actual weight at 
loading temperature based on the number of gallons contained 
in the shell and dome. 

As the temperature at time bill of lading is executed might 
be vastly different from the loading temperature. it does not 
seem proper that actual weight at loading temperature should 
govern, but rather that the condition obtaining at the time of 
execution of the bill of lading should control. 

There might be times when we would wish to use our tank 
cars for storage purposes and, even though the bill of lading 
might not be executed for a week or more after loading, still 
under the literal interpretation of the above tariff item we 
would have to pay transportation charges on the quantity of 
asphalt loaded into the dome of the tank car, even though in 
the interim between the time of loading and the execution of 
the bill of lading, under the contraction resulting from the 
cooling process, the lading which previously existed in the dome 
at the time of loading would have entirely disappeared. 

Answer: Item 15-B of Agent Johansen’s Tariff I. C. C. No. 
1731 provides: 


Unless specifically provided to the contrary, the rates named in 
_ tariff, as amended, apply on asphalt (asphaltum) as described 
elow: 

Asphalt (asphaltum), natural, by-product or petroleum (other 
than paint, stain or varnish), in packages or solid in bulk, except in 
tank cars, straight or mixed carloads, minimum weight 50,000 pounds; 
in tank cars, except when loaded in a heated condition, shall be 
charged for on weight of 8 pounds per gallon, subject to Rule 35 of 
Consolidated Freight Classification No. 4 or reissues; in tank cars, 
when loaded in a heated condition (that is, at 150° F. or higher), 
shall be charged for on actual weight at loading temperature based 
on the number of gallons contained in shell and dome. The car- 
load minimum weight shall be 98 per cent of the shell gallonage 
capacity of the tank, exclusive of the dome, at 8 pounds per gallon, 
but not to exceed the actual weight at loading temperature based on 
gallonage capacity of shell and dome combined. Subject to verifica- 
tion by the weighing and inspection bureau. 

Note—For gallonage capacities of tanks and maximum loads, see 
United States and Canadian Railroads’ Circular No. 6-S, E. B. Boyd’s 


I. C. C. A-1550, supplements thereto and subsequent reissues thereof. 

Under the provisions of item 15-B, this article. except when 
loaded in a heated condition, is to be charged for on a weight 
of 8 pounds per gallon, the minimum weight under rule 35 ‘of 
Consolidated Freight Classification to be computed on the full 
gallonage capacity of the tank, which does not include the gal- 
lonage of the dome. When loaded in a heated condition the 
charges are to be based on the actual weight of the quantity 
contained in the shell and dome, the applicable minimum weight 
being 98 per cent of the shell gallonage capacity of the tank, 
exclusive of the dome, at 8 pounds per gallon, but not to ex- 
ceed the actual weight at loading temperature based on gallon- 
age capacity of shell and dome combined. 

Unless the weight per gallon of the article when loaded 
in a heated condition is different from the weight of the article 
when not heated, it seems apparent that additional freight 
charges do not result from the application of the provisions of 
item 15-B above quoted. 

The provisions of the rule are intended to take care of the 
difference in the volume due to the expansion of the article 
resulting from the heating thereof. ; 


Demurrage—Cars Should Be Entered in the Demurrage Rec- 
ords of the Carrier Rendering the “Service Under Proper 
Authority 
Ohio.—Question: Our plant. and that of the rolling mill 

company, adjacent to each other, are located on the tracks of 

both the N. Y. C. and the H. V. railroads. There is a joint 
arrangement between these two carriers with reference to in- 
traplant switching at the rolling mill company. Under this ar- 
rangement the H. V. performs all the intraplant switching for 
the rolling mill company on cars for both railroads by work- 
ing three eight-hour tricks, two for its own, and one for the 

N. Y. C. cars. The rolling mill company has instructions from 

the carriers that when the H. V. switches any N. Y. C. cars 

intraplant during the N. Y. C. switching period, or trick, the 
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H. V. is to receive the intraplant switching charge. This ar- 
rangement does not contemplate the H. V.’s switching cars inter- 
plant for account of the N. Y. C. In other words, when the 
rolling mill company orders cars from the N. Y. C. for loading 
to our plant, the H. V. has no authority under the joint arrange- 
ment to move these cars from the rolling mill company’s plant 
to ours. 

In March, 1927, we had eight cars of pig iron switched from 
the rolling mill plant to ours. The rolling mill company re- 
ceived empties from the N. Y. C. for this loading, and the 
N. Y. C. agent advised the rolling mill company not to have 
them switched to us by the H. V. Ry. Regardless of this in- 
struction. however, the rolling mill company had the H. V. to 
switch the cars to our plant and we paid the switching charge 
to the H. V. We are in the average agreement with both car- 
riers; we unloaded these eight cars promptly and are entitled 
to a credit on each car. The N. Y. C. average agreement report 
for March did not include these eight cars, the N. Y. C. con- 
tending that they belong in the demurrage records of the com- 
pany delivering the cars to our plant. Our contention is that 
the rolling mill company instructed us to show these eight cars 
as from the N. Y. C. Lines, and when made empty to return 
them to the N. Y. C., so records would not be confused. We 
handled as instructed, returning six of these empties to the 
N. Y. C., and loaded two of them out via that line. We contend 
the H. V. Ry. had no authority to deliver these cars to us, only 
handling same for N. Y. C. lines, and that these cars properly 
belong in the average agreement record of the N. Y. C. 

Answer: As we understand it, these cars were loaded on 
N. Y. C. tracks in the rolling mill company’s plant, having been 
placed there either by the N. Y. C. crew or by the crew of the 
H. V., for account of the N. Y. C.; that the N. Y. C. expected 
to make this interplant switch itself, but inasmuch as the H. V. 
was switching the N. Y. C. intraplant trick at the time these 
cars of pig iron were ready to move, and having orders from 
the rolling mill company to switch them to your plant, the 
H. V. performed the switching over its own rails to your plant. 
If this is the situation. then it seems to us that the H. V. sim- 
ply secured some competitive business, confiscated cars belong- 
ing to the N. Y. C., and moved the loads under a contract of 
shipment between the rolling mill company and itself. This 
makes the transportation that of the H. V. and not of the 
N. Y. C. The N. Y. C. did not transport them; it did not have 
a contract or order from the rolling mill company to transport 
them. The rolling mill and the N. Y. C. may have intended 
entering into a contract for the movement of these cars, but 
they did not carry out that intention. While the N. Y. C. went 
so far as to furnish the cars, that does not make the trans- 
portation of the loads that of the N. Y. C. 


The N. Y. C. may have a valid claim for damages against 
the H. V. for usurping business of the N. Y. C. or for converting 
I. C. C. equipment to its own use, but we do not think you can 
avail yourself of that fact for the purpose of showing that cars 
which the H. V. transported under orders of the shipper, and 
delivered to you, were transported as N. Y. C. shipments. Un- 
der these circumstances, we think the N. Y. C. is correct in 
refusing to take these cars into its demurrage account. 

On the other hand. if the H. V. used N. Y. C. tracks into 
your plant so that the entire service was performed by the 
H. V. crew over N. Y. C. tracks and if the H. V. has no track- 
age right over the N. Y. C. rails to this extent, then we believe 
that, under the tariffs, the N. Y. C. would have the right and 
the duty to step in and claim the entire transaction as their 
own, ratifying the act of the H. V. as their own act in making 
the delivery. In such case they would have the right, we think, 
to collect the switching charge from the H. V. and a duty to 
count the cars in their average agreement. Under those cir- 
cumstances, the H. V. would be in the position of an interloper, 
and whether the N. Y. C. should pay the H. V. for its service 
would be a matter in which the consignee is not interested. 
The ratification mentioned would be in so far as you are con- 
cerned. 


Misrouting—Shipper’s Routing Instructions Incomplete—Duty of 
Carriers to Forward Via Cheapest Route Consistent with 
the Instructions Which Were Given . 
Texas.—Question: A carload shipment of.steel plates origi 

nates.at Granite City, Ill., and is switched by the Merchants’ 

Bridge to.the.M.. K..& T. Railway, who issue waybill to cover 

the movement on the carload shipment covered by straight bill 

of lading. and destined Shreveport, La. 

Shippers insert routing on shipping notice for bill of lading, 
form as follows: “M.K.&T., care L. R. & N.,” no rates being 
shown. The M-K-T, on receiving the shipment, issue transfer 
to the M. B. T. and render revenue waybill, inserting a rate of 
51 cents plus transfer charge, and route car “Greenville, L. R. 
& N.,” showing this routing as “S. R./C. J.” (meaning shippers 
routing, carrier’s junction). ; 

The through rate of 51 cents will not apply from Granite 
City to Shreveport, except when routed via Missouri Pacific, 
Care L. R. & N. Company, Alexandria, La. : 

See SWL Tariff 114-B and note the result is the application 
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The Industrial Opportunity of the Age 


Draw a line from Chicago to New York, then to Newport News-Norfolk (Hampton Roads), 
to Birmingham, to St. Louis, and back to Chicago and you will have an irregular geometric 
figure which will include the great industrial district of America. 


ePITTSBURGH 
PHILADELPHIA® 


CHATTANOOGA 


BIRMINGHAM 





_. The industrial future of our country promises to be very great, and the greatest development will be in this 
district, because among other things— 


It has the largest percentage of our total population. It has vast undeveloped pools of oil and natural gas. 
Its population is increasing more rapidly than any Its power facilities, both steam and hydro-electric, 
other part of the country. are immense, with production costs extremely 
Its factories are the outstanding industrial plants of low. 
the world. It has in commercial quantities practically all of 
It contains practically all of the iron and steel the important raw materials used in manu- 
manufacturing industry of the country. factures. 
Its coal fields are the finest in the world in quality It has splendid railroad transportation, with well 
and largest in extent. developed Seaboard and Lake ports. : 


Truly This Section Offers the Industrial Opportunity of the Age 


_ THE CHESAPEAKE AND OHIO RAILWAY lines traverse the very heart of this district, and afford it fast and dependable 
freight and passenger service to and from all points. Along these lines in Virginia, West Virginia, Kentucky, Ohio and Indiana 
are wonderful opportunities for successful manufacturing. 


Our Industrial Department will gladly furnish facts to convince you that the cost of production is lower in the CHESA- 
PEAKE AND OHIO territory than in any other industrial section of the country. Address: 


INDUSTRIAL DEPARTMENT 


CHESAPEAKE AND OHIO RAILWAY COMPANY 


RICHMOND, VIRGINIA 
ee 
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of a fifth class rate, as found in SWL Tariff 58-P, the M-K-T 
of Texas not being a party to the tariff SWL 114-B. 

Your attention is called to the fact that there is to be a 
clear distinction between M. K. T. Railway and M-K-T of Texas, 
also between L. R. & N. and L. R. & N. Company of Texas, as 
the interstate portion of these lines in Texas operate under dif- 
ferent and separate tariff route provisions. Then the question 
is, did the shippers make error in failing to insert routing ‘that 
would read “M. K. T., M. K. T. T., clo L. R. & N. Company of T.” 
If not, can the M. K. T. Railway be held responsible for mis- 
routing the shipment when the only alternative they had was in 
making switch movement to St. Louis to the Missouri Pacific? 

Answer: It is our view that the shipper is entitled to the 
lowest rate from Granite City to Shreveport, according both the 
M. K. & T. and the L. R. & N. company a line haul, not to ex- 
ceed, however, the applicable rate via the route traversed by 
the shipment. See Northwestern Traffic & Service Bureau vs. 
Missouri Pacific R. R. Co., 73 I. C. C. 471. In Conference Ruling 
214 (a) the Commission holds the lawful charge on any ship- 
ment is the tariff rate via the route over which the shipment 
moves, and in Ruling 214 (d) it holds that the shipper is en- 
titled to damages if the carrier’s agent through misrouting of 
the shipment causes a higher lawful rate to be applied than the 
lawful rate which would have been applicable had shipper’s 
instructions been followed. 

The Commission held many years ago (unreported A-29), 
and again in 1923, Midland Linseed Products Company vs. Di- 
rector-General, Erie R. R., et al., 77 I. C. C. 242, that where a 
subsidiary company files separate tariffs and reports with the 
Commission and is a separate corporation, ownership or control 
of the subsidiary by another operating company will not have 
the effect of reducing the two carriers to the status of one, in 
applying routing and misrouting principles. In the early case 
it was. contended, the shipment should have moved via the 
N. Y. P. & N., a subsidiary of the Pennsylvania System; in the 
Midland Linseed Company case it was contended that the Chi- 
cago & Erie routing should have been observed under instruc- 
tions from the shipper to route “care Erie,” inasmuch as the 
C. & E. was part of the Erie system. Also. in William Carney 
vs. Director-General, 68 I. C. C. 199, the contention was made 
that the C. & E., being a part of the Erie system, shipment 
should have moved via the C. & E., over which route the rate 
was lower. The Commission overruled these contentions, and 
in 68 I. C. C. 199 said: 


The routing ‘Erie’ did not amount to an instruction to move 
the shipments over the Erie to Marion and the Chicago & Erie beyond. 
Defendant asserts that it does, because the latter is controlled by 
the former and operated as a part of the Erie System. But the Chi- 
cago & Erie acts as a corporate entity in filing its own annual reports 
and tariffs. 

In this case, however, it was shown that the shipper’s rout- 
ing was not complete when he merely specified “Erie,” and 
the Commission held the carrier had misrouted the shipment 
in not forwarding same via the cheapest route that would have 
accorded the Erie a line haul. 

Following the above cases, it will be seen that inasmuch 
as the M. K. & T., the M. K. & T. of Texas, the L. R. & N. Co. 
and the L. R. & N. Co of Texas are four separate corporations, 
each filing its own tariffs and reports with the Commission. the 
specification of “M K. & T.” and L. R. & N.” in the bill of 
lading was not complete routing. The “M. K. & T.” does not 
connect with the L. R. & N. Furthermore, the L. R. & N. was 
not shown merely for delivery purposes and, therefore, was 
entitled to a line haul. In Fechheimer Steel & Iron Co. vs. 
P. R. R., 51 I. C. C. 183, the Commission said: 


We are of the opinion that the notation in the bill of lading ‘‘P. 
& R.’’ indicated clearly that a line haul over the Reading was de- 
sired, and this, therefore, placed the Pennsylvania under the obliga- 
tion of turning the shipments over to the Reading. 


! The M. K. T. should have selected some intermediate 
line or lines which would have insured the L. R. & N. Com- 
pany’s receiving a line haul on shipment in question, and it 
is immaterial that the rate via such a route would have been 
higher than the rate via the route of movement or via the 
Missouri Pacific clo the L. R. & N. Company. The shipper 
would have been obliged to stand for the cheapest rate which 
would afford the M. K. & T. and the L. R. & N. Company each 
a line haul. 

That the M. K. & T. did not err in taking a line haul as 
initial carrier is evident. This for the reason that it was made 
the bill of lading carrier by the shipper, and it. therefore, had 
no duty to turn the shipment over to the Missouri Pacific, a 
direct competitor, and take for itself only a switching haul in 
St. Louis. McLean Lumber Co. vs. L. & N. R. R., 22 I. C. C. 
349; Terhune Lumber Co. vs. Southern Ry,, 42 I C. C. 317. The 
latter case is directly in point, in our opinion. The shipper 
was located on tracks of both the Southern Railway and the 
M. & O. The bill of lading issued by the Southern Railway con- 
tained routing instructions via “M. & O.” Shipment was con- 
signed from-Columbus,. Miss., to. Cairo, Ill. The Southern Rail- 
way hauled the shipment to West Point, and there delivered 
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it to the M. & O. The rate via this joint route was higher 
than the rate via the M. & O. direct. The shipper claimed a 
misroute. The Commission held that the Southern had no duty 
to turn the shipment over to the M. & O. at Columbus, taking 
only a switching haul itself; that under the bill of lading it 
was entitled to a line haul; that if the shipper had not intended 
for the Southern to take a line haul the shipper should have 
taken such steps as to see that the Southern moved the car 
to the M. & O. on a switching ticket in Columbus, which would 
have resulted in shipment moving from Columbus to Cairo via 
the M. & O. direct. 
Delay—tLiability of Carrier 

Massachusetts.—Question: Two cars tendered to carrier 14 
miles from seaboard for export on steamship sailing in five days. 
One car developed defective shackle bar and was turned back 
by connecting carrier to originating line for repair. Repairs 
not effected and forwarding agents, in an attempt to get con- 
tents loaded to steamer, trucked the contents across the city 
to pier, arriving at pier after hatches of steamer had been 
closed. Necessary to reship contents of car to another seaport 
to enable reshipment abroad to satisfy demands of consignee, 
Shippers suffered damage to the extent of trucking charges and 
freight charges to other port. 

We wish to refer to your answer to “Oklahoma,” page 296, 
Volume 30, of The Traffic World, in which you state as follows: 


The courts have rightly, in our opinion, held that a carrier is 
liable for damage which results from defects in the car furnished, 
regardless of the fact that the defect might have been discovered 
by due diligence on the part of the shipper in inspecting the car 
before loading it. 


We wish to also refer to your answer to “Illinois,” page 
1152, Volume 32, of The Traffic World, in which you state: 


In two cases one of the federal courts has enunciated principles 
with respect to a shipper’s equipment which, if followed, would seem- 
ingly exonerate a carrier from liability where it is proved that the 
delay was due to defects in a shipper’s equipment which existed but 
were not apparent at the time the goods were received for transporta- 
tion. 


We write to inquire if there have been any later cases 
than these recited bearing upon the liability of a carrier for 
damages which flow in a natural sequence as a result of the 
carrier furnishing defective equipment, whether latent or patent. 

Answer: A railroad carrier is not an insurer against the 
occurrence of delays, and hence it is not liable where the delay 
is attributable to misfortune or unavoidable accident. Acci- 
dents which prevent the running of trains will, if not due to 
the fault of the carrier excuse delay. Where, however, the rail- 
road carrier is guilty of negligence which causes the accident 
to which the delay is attributable, it will be liable for the dam- 
age resulting from the delay. A carrier may excuse delay in 
the delivery of the goods caused by accident or misfortune not 
inevitable or produceed by the act of God. In this respect it 
stands on the same ground with other bailees. All that can be 
required of it in any emergency is that it shall exercise due 
care and diligence to guard against delay and to forward the 
goods to their destination. See Vencill vs. Q. O. & K. C., 112 
S. W. 1030, and Flick & Hillman, Inc., vs. D. L. & W., 172 
N. Y. S. 129. Furthermore, it is the duty of a consignee to 
accept goods regardless of delay thereto if the goods have a 
substantial value at the time they are tendered to it by the 
carrier. 

Ordinarily, the measure of damages for unreasonable delay 
is the difference between the value at destination at the time 
the goods arrive and the time the goods should have arrived in 
the usual course of transportation. 


In the instant case, had the carrier which originally re 
ceived the goods for transportation been permitted to transport 
the goods to the port of export to which they were originally 
consigned, this carrier could have been held liable, in the event 
that its negligence resulted in unreasonable delay to the goods, 
for the difference between the market value of the goods at the 
time they should have arrived and the time they did arrive. 

However, inasmuch as the goods were taken from its pos 
session, the damages claimed cannot, in our opinion, be recov 
ered, unless the carrier upon being given the option of trans 
porting the goods at the risk of incurring liability for damages 
resulting from unreasonable delay on its part, authorized the 
diversion of the shipment. ’ 


EXPRESS CLASSIFICATION DOCKET 


The August 20 Traffic Bulletin contains Classification Docket 
No. 9 of the American Railway Express Company and the South 
eastern Express Company for changes to be effective on or about 
November 1. 


The abstracts of tariff filings, rejections, suspet 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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NOTE—lItems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Caricel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


August 22—Washington, D. C.—Examiner Walton: 
Valuation No. 1004—In re tentative valuation of the property of 
the Peoria & Pekin Union Ry. 


August 23—Washington, D. C.—Examiner Johnston: 
aluation No. 1002—in re tentative valuation of the property of 
Millers Creek R. R. 


August 24—Washington, D. C.—Examiner Macomber: 
Valuation No. 1005—In re tentative valuation of the properties of 
the Massena Terminal R. R. 


August 26—Washington, D. C.—Examiner Davis: 

Finance No. 6422—In re joint application of Colorado and Southern 
Ry. Co. and Fort Worth and Denver City Ry. Co. for authority 
to the former to acquire control of the Fort Worth and Denver 
South Plains Ry. Co. by purchase of capital stock, and to the 
latter to acquire control by lease of the railroad of the Fort 
Worth and Denver South Plains Ry. Co. 

August 29—Chicago, Ill.—Examiners Stiles and Parker: 
000—Rate Structure Investigation—Part 9—Live stock, western 
district rates. 

ME By.et al National Live Stock Assn. et al. vs. A. T. & S. 

y. eta 
. « 5 2917—Livestock from Western points to Chicago-Milwaukee 
erritory. 

15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 

“Tm aa National Live Stock » a oa we A. TT & SG. 


F. t al. 

te1is~Oklanoma City Live Stock Exchange et al. vs. A. T. & S. F. 
y. eta 

16131—Healy & Co. vs. A. T. & S. F. Ry. et al. 
19042—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 
19068—-Northwestern Live Stock Shippers’ League vs. S N. et al. 
19426—Clayton & Murnan et al. vs. O. S. L. R. R. et al. 
19736—Cudahy Packing Co. vs. O. S. L. R. R. et al. 


September 2—Washington, D. C.—Examiner Sullivan: 

* Finance No. 6357—A pplication of Union Belt of Detroit for authority 
to operate certain terminal facilities of the Pennsylvania R. R., 
Pere Marquette Ry. and Wabash Ry., in or near the city of De- 
troit, Wayne County, Mich. 

September 6—Nashville, Tenn.—Examiner McChord: 
19579 (and Sub. 1)—Travis Smith et al. vs. N. C. & St. L. Ry. 


September 6—Fort Worth, Tex.—Director Mahaffie: 
Finance No. 5798—In re application of Ardmore, Vernon & Lub- 
bock Ry. Co. for authority to construct a line of railroad from 
Ardmore, Okla., to Lubbock, Tex. 


September 6—Washington, D. C.—Examiner Quimby: 
Valuation No. 897—In re tentative valuation of the properties of 
the Wabash Ry. et al. 
Valuation No. 776—In re tentative valuation of the property of the 
New Jersey, Indiana & Illinois R. R. 


eer 6—Estes Park, Colo.—Commissioner Hall and Examiner 


14968—Victor-American Fuel Co. et al. vs. D. & S. L. R. R. et al. 


September 7—Pomeroy, O.—Examiner Johnson: 
* 19818—Ebersbach Construction Co. vs. L. & N. R. R. 


Coptember 7—Pocomoke City, Md.—Examiner re 
19639—Peninsular Produce Exchange vs. B. C. & A. Ry. et al. a 


September 7—Chicago, Ill.—Examiner Howell: 
I. and S. No. 2949—Millwork from points in Wisconsin to points in 
Central territory. 


September 7—Lansing, Mich.—Michigan Public Leg ag! Commission: 
Finance No. 6355—Application of Mineral Range R. R. Co. for au- 
thority to abandon a portion of its line. 


September 7—Chicago, Ill.—Examiner Boat: 
Fourth Section Application 2040 et al. 
eee 7—Atlanta, Ga.—Examiners Money and Esch: 
17000—Rate Structure Investigation, Part 8—Cottonseed, it prod- 
ucts and related articles. 
ae 9” eee Cotton Seed Crushers’ Assn. vs. C. R. I. & P. Ry. 
et al 
19088—The Blanton Co. vs. A. & V. Ry. et .. 
19141—The Refuge Cotton Oil &, et al. “* ." V. Ry. et al. 
19162—The Southern Cotton Oil Co. vs. I. C. An et -. 
19165—The Procter and Gamble Mfg. Gor “vs. A: e B. B. R. R, et al. 


19169 (and Sub. 1)-—California-Arizona Ginners’ and Crushers’ Assn. 


et al. vs. Apache Ry. et al. 
a Cotton Seed Products Corp. et al. vs. A. & V. Ry. 
et a 
19194—-The Procter & Gamble Co. vs. A. & S.- Ry. et al. 
19245—The Procter & Gamble Co. vs. B. & O. R. R. et al. 
19270—The Southern Cotton Oil Co. vs. A. A. R. R. et al. 


er nae Cotton Seed Products Corp. vs. A. & N. W. R. R. 
et al. 

19325—The Southern Cotton Oil Co. vs. A. & R. R. et al. 

19336—Portsmouth Cotton Oil Refg. Co. vs. D. ue & W R. R. et al, 

19533—East St. Louis Cotton Oil Co. vs. Sou. Pac. Co. et al. 

19551 (and Sub. 1)—Rome Soap Mfg. Co. vs. C. I & W. R. R. et al, 

19642—Elberton Oil Mills vs. Virginia & Car. Sou. R. R. et al. 

19804—National Cotton Seed Products Corp. et al. vs. I. C. et al. 

19838—Frederick Cotton Oil Co. et al. vs. M.-K.-T. R. R. et al. 

1. & S. 2820—Vegetable Oils and related articles in Official Classi- 
fication territory. 

|. & S. 2759—Cottonseed and related vegetable products from South- 
oe territory to Central,, Eastern and Southern territories. 
. & S. 2884—Vegetable Oils and Oil Foods from Texas to Ft. Wayne, 
Ind., and Buffalo, N. Y. 

1. & S. 2926—Vegetable Oils in Official Classification territory. 

14594—American Linseed Co. vs. B. R. & P. Ry. a 
14683—-Spencer Kellogg & Sons vs. B. R. & P. Ry. et al. 

15425—International Vegetable Oils Co. et al. vs. A. & R. R. R. et al, 

ae A 4 a 1 to 3, incl.)—Armstrong Packing Co. vs. A. 

y. eta 

16888—Maniufacturers Assn. of Chicago Heights vs. B. & O. R. R. 
et al. 

“7 cand a 1)—American Linseed Co. et al. vs. N. Y¥. S. & W. 


17330 'c" F. Simonins’ Sons vs. C. I. & W. R. R. et al. 
17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 
18026—Arkansas Cotton Seed Crushers’ Assn. vs. A. C. & Y. Ry. 


et al. 
= Cotton Seed Crushers’ Assn. et al. vs. A. & R. R. R. 
et a 
18405—Interstate Cotton Oil Refining Co. vs. C. B. & S.. >. R. et al. 
18841—Alabama Cotton Seed Crushers’ Assn. vs. L. & N , ae 
18890—Lever Bros. Co. vs. B. & A. R. R. et al. 
18935—East St. Louis Cotton Oil Co. vs. A. & S. R. R. et al. 


September 7—Boston, Mass.—Director Bartel and Examiner Rice: 
17801 (and consolidated cases)—Rules for car-hire settlement. 


September 7—Memphis, Tenn.—Examiner McChord: 
1. & S. 2951—Chairs and chair stock from Boston, Mass., to Mem- 
phis, Tenn. 


September 7—Detroit, Mich.—Special Examiner Rogers: 
* 19299—Railroad Commission of Wisconsin vs. A. & R. R. R. et al. 
(further hearing). 


September 8—Memphis, Tenn.—Examiner McChord: 

* 9702—Memphis- Southwestern Investigation. 

* 13535 et al—Consolidated Southwestern Cases. 

* Fourth Section Application No. 13044—Rates on cast iron pipe and 
fittings in 9702 territory. 


September 8—Washington, D. C.—Examiner Weems: 
17704—G. W. Harp, trading as Harp and Company, successors to 
Carter & Harp Co. vs. S. A. L, Ry. 


September 8—Portsmouth, O.—Examiner Johnson: 
19638—Chamber of Commerce of Portsmouth, O., vs. N. & W. Ry. 


september 8—Pittsburgh, Penn.—Examiner Williams: 
19560—Berney Bond Glass Company vs. B. & A. R. R. et al. 
19724—McClain Sand Company vs. Monongahela Ry. et al. 
a a a .—o. Ill.—Examiner Howell: 
+ e * Petroleum from Chicago, Ill., and St. Louis, Mo., 
pF rad Mississippi Valley points. Portions of Fourth Section 
App. Nos. 1613 et al., filed by Agent A. D. Hall et al. 
September 8—Washington, D. C.—Examiner Potter: 
Valuation No. 1013—In re tentative valuation of the property of the 
Illinois Northern Ry. 


aw ag ye 8—Kansas City, Mo.—Examiner Brown: 
& S. 2941—Asphalt and petroleum road oil from South Pacific 
* Coast Territory and intermediate points to Kansas City and St. 
Louis, Mo., Transcontinental. 


September 9—Washbington, D. C.—Examiner Molster: 

* Finance No. 6384—A pplication of Great Northern Ry. Co. for au- 
thority.to acquire control of the Oregon, California & Eastern Ry. 

September 9—San Antonio, Tex.—Examiner Walsh: 

* 15338—Gugenheim Goldsmith Co. et al. vs. G. H. & S Ry. et al. 
(further hearing for the purpose of permitting the Pruitt Com- 
mission Co. to prove that it was damaged). 


September 9—Washington, D. C.—Examiner be as gy 
19799—Middle Creek Coal Co. et al. vs. B. & O. 


September 9—Easton, Pa.—Examiner Barron: 
19622— Western Paper Makers Chemical Co. vs. A. C. L. R. R. et al. 
19782—-Empire-Size & Chemical Corp. vs. A. B. & C. R. R. et al. 
September 9—Memphis, Tenn.—Examiner McChord: 
17643 (and Sub. Nos. 1 and 2)—William Fraser, Jr., 
Cc. L. R. R. et al. 
18165—William Fraser, Jr., Inc., ve I. C..R. R. at al. 
18016—Wm. Fraser, Jr., vs. D. L. & W. R. R. et al. 
September 9—Elmira, N. aie Brennan: 
9615—George T. Thompson et al. vs. B. R. & P. Ry. et al. 


. R. et al. 


Inc., vs. A. 
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Trans-Continental Freight 
can do it NOW. 


Twenty-nine years’ expe- 
rience enables us to meet 
your every demand. 


We gladly will act for you 

as your agent, or with you 
, in assisting your traffic 

department. : 


It is Trans -Continental’s 
personal service that makes 
its domestic and foreign 
forwarding better and dif- 
ferent. 


Ask our nearest branch 


Trans-Continental Freight Co, 


General Offices: 7 So. Dearborn Street, Chicago 
Eastern Offices: 393 Seventh Ave., New York City 


BRANCH OFFICES 


Boston, Mass. Minneapolis, Minn. 
Buffalo, N. Y. Philadelphia, Pa. 
Cincinnati, Ohio Portland, Ore. 
Cleveland, Ohio St. Paul, Minn. 
Denver, Colo. Salt Lake City, Utah 
Detroit, Mich. San Francisco, Cal. 
Los Angeles, Calif. Seattle, Wash. 


Consolidators of machinery, merchandise, 
household goods, automobiles, etc., 
for more than 29 years 
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The Chain of Tidewater Terminals 


and 


Allied Inland Warehouses 
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BOSTON 


BOSTON TIDEWATER TERMINAL, Inc. 
J. M. Hoffman, V. P. & Gen’l Mgr. 
666 Summer St., Boston 

Adequate, modern dockage facilities, direct 
rail connection all railroads — direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship —no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 
for lumber, pig iron and 
similar bulk cargoes. 


NEW YORK 


ATLANTIC TIDEWATER TERMINALS 


G. W. Green, V. P. & Gen’l Mgr. 
17 State St., New York 


Two modern fireproof double-decked piers, 1320 ft. 
long, 150 ft. wide—located foot 58th St., Brooklyn— 
within free lighterage limits, affording shipments via 
all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival and departure. Best labor 
conditions—Faster loading and discharging—Less 
stevedoring costs. No lighter or barge detentions— 





aceite 
Ss 





IEG 







































=-OS=¢ 








PHILADELPHIA 


MERCHANTS WAREHOUSE CO., 
10 Chestnut St., Philadelphia, Pa. 
Snowden Henry, Supt. 


BUFFALO 


KEYSTONE WAREHOUSE CO. 
Seneca and Hamburg Streets 
Buffalo, N. Y. 

W. J. Bishop, General Supt. 

Strictly modern warehouses lo- 
cated at the “Hub” of the whole- 
sale and retail districts. Served by 
all railroads entering Buffalo, in- 
cluding the Great Lakes steamers 











facilities. 


OF BUFFALO,N.Y. 
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PHILADELPHIA TIDEWATER NOR 
OO G. M. eee << bg Mgr. and ca A. Moere, Manager, 

P » Va. aul 
50 Chante Hh, CUE . Three piers, each 1300 ft. long—4 open — eS, 
M Berths for 15 largest ocean cargo carriers bulkhead berths—8 warehouses with 2,200,- Ce) as 
—2 reinforced concrete and steel fireproof 000 sq. ft. space— Warehouses served by » | a < 
warehouses—over one million sq. ft. covered depressed tracks and concrete drives. s * 

storage space available — Lowest insurance Receiving, delivering and classification 4 
it~ ) rates — Exceptional facilities for handling yards have over 4,000-car capacity — Every ed s. 
both general and bulk cargoes — No light- modern device for rapid and economical . 4 
a) erage — Railroad storage yard 500-car ca- handling, all classes of cargo— Forty 4) a 
pacity — Tracks extend entire length all 3 acres open storage space for lumber, metals ’ = 
| piers — 25 acre yard adjacent to piers for and ores. No lighterage. Served by Nor- 2 ‘ 
] storage and distribution of lumber. i es } 
‘ ——————<—— ne S 
Fy nm TT 


; e The above means great money saving to you. Read carefully —then direct 
S h ipp ers: your freight to be delivered to these splendid terminals, and wandiatane. 


All structures are concrete and steel, completely sprinkler protected, affording greatest safety 
and security with lowest possible insurance rates. Our Single Unit Policy of administration under a 
management specializing in the operation of terminal and warehouse facilities insures uniform stand- 
ards of service to vessels and shippers alike. Our service costs no more — why pay as much for less? 

Write or telephone the company nearest to you and our rates and arrangements will be promptly 
furnished, together with descriptive illustrated folder. 


HARVEY C. MILLER, President 
319 Commercial Trust Building, Philadelphia, Pa. 
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Gay new capital of an international summer 
playground is this new 


Prince of Wales Hotel 


in the Canadian Rockies, adjoining 


Glacier National Park 





Mail Coupon 


gpg Waterton Lake, site of this magnificent new hotel, is half 
: Great Werabern Rattray = in Canada and half in the United States, thus effecting a 
Fae eoimer beni = partnership in the Great Outdoors for two friendly nations. 
> am planning a trip to > 
i wine g_-. 1 Low Round Trip Summer Fares 
: Northern Trains. : are now in effect to Glacier Park, Montana, Gateway to Glacier 
OD CI ois osacnscscccesquppiuniceuancncenenaiiae 6 
. a 


National Park and the Prince of Wales Hotel in the Canadian 
0 SS eect Rockies, and to the Pacific Northwest. 


Go this Summer on the Oriental Limited 


| de luxe service—no extra fare. Send for booklets. 


|| Great Northern Railway 


A system over 8000 miles in extent affording fast freight service between the 
\ principal trade centers of the Great Northwest 
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RICHMOND, VA.—A fleet of International trucks owned by the city. 


The “Internationalization” 
of the Municipalities 


NTERNATIONAL Harvester provides trucks to fit the varied require- 
ments called for by the departments of municipal operation. The views 
on this page suggest the range. The truck line includes the %-ton “Special 


vo ; Delivery”; 4 and 6cylinder Speed Trucks, 1%, 142, and 2-ton; and Heavy- 
DUBUQUE, IOWA—5-ton Interna- 


tional chain-drive truck with street 
sprinkler equipment. 


gine 


Pe 


CICERO, ILLINOIS—International 
5-ton truck and train of garbage dis- 
posal trailers. 


FRANKTON, INDIANA—Interna- 
tional Speed Truck with fire depart- 
ment apparatus. 


~ 


CALGARY, ALBERTA — Interna. ~~ 


tional Speed Truck in service of the 
electric light department, city of 
Calgary, Alberta. 


Duty Trucks, double reduction drive, 2% to 5-ton; also chain drive trucks 
for 3, 4 and 5-yard dump bodies. 


Then there is the service factor. We now maintain 136 Company- 
owned branches in the United States. Everywhere Internationals are 
guarded by the home-town branches. International quality and the Interna- 
tional reputation are based on 23 years’ automotive experience. 


We will be glad to send a municipal truck folder or a folder on any of 
the sizes named above, to any address. 


INTERNATIONAL HARVESTER COMPANY 


606 So. Michigan Ave, Of America Chicago, Illinois 
(Incorporated) 


ATLANTA, GEORGIA — Compact 

speed dump truck. At last report the 

Atlanta International fleet included a 

total of 44 trucks—1, 2, 3, and 5-ton 
units. 


NEW YORK CITY, N. Y.—Showing 
the entrance to the Long Island City 
International branch, — one of the 
armored trucks owned by the Department 
of Finance. The City of New York owns 
a great fleet of Internationals at work in 
eighteen departments of the different 
Boroughs. 
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THE CHESAPEAKE AND OHIO 
RAILWAY 


A Really Scenic Route 


This Service Embraces a.Dining Car Cuisine of 


EXCELLENCE 


Through Pullman Cars 


CHICAGO — CINCINNATI — LOUISVILLE 
ST. LOUIS — INDIANAPOLIS 


NEW YORK — PHILADELPHIA — BALTIMORE 
WASHINGTON — RICHMOND 
NEWPORT NEWS — NORFOLK 


Write for Summer Folder and “Colonial Virginia” to 


T. H. GURNEY, General Passenger Agent 
Richmond, Va. 
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SOUTHERN PACIFIC LINES 
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® ® $5,000 FRENCH COACH STALLION, HONDO, TEXAS mr belie 
wid THE STATE FAIR OF TEXAS ee . 
S 2 T has been a number of years since the officers and The State Fair of Texas has for many years con- ¥ % Or se 
= 8 directors of the State Fair of Texas have put forth ducted the greatest agricultural show in America, There o° S> true 
Es the effort to make the fair really worth while as 8 a a ote ———— _ by Fe ve 5 cal 
: se anything in the past. special effort is ng C) 
S : 7, A has been manifested this year. Every person com develop a great dairying division. Not only will ‘this gc sc parti 
g Za nected with the Fair Association has been working for apply to the exhibit of dairy cattle, but to equipment - & es and 
3E~ — a + Dery er and to educational features that cannot help but be of = 4 _ 
EF 3° least of these efforts have been directed toward improve- "The y a a Pe - Lk. true § * wher 
® @ ment in the agricultural, dairying, livestock, and poultry to name than ever before. It belongs to Texas, and it : 
divisions. the Southwest. 7 
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